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SUMMARY 


Draft ( ) Revised Draft ( ) Final (Xx) Environmental Statement 


Responsible Federal Agency: United States Postal Service 


A. TYPE OF ACTION Administrative (X) cLegislative ( ) 


B. DESCRIPTION OF PROPOSED ACTION 


Proposed development consists of a major U.S. Postal Service vehicie mainte- 
nance facility (VMF) in combination with a multi-story housing project in 

the lower West Side of the Borough of Manhattan, New York City. The project 
will occupy an entire city block, presently vacant, adjacent to the Morgan 
Station mail processing center. Features of the proposed action are a multi- 
story VMF, a housing project of approximately 260 units utilizing air rights 
space above the VMF, and the « insure of 29th Street between Ninth and Tenth 
Avenues to non-postal traffic, except during the evening rusn period. 


Development of the VMF will enable the Postal Service to replace three ex- 
isting inadequate, scattered vehicle maintenance and storage facilities and, 
through their consolidation, to improve the efficiency of Manhattan postal 
vehicle operations. Facilities of the VMF will include service and repair 
bays, wash racks and paint and body shops, with parking space provided for 
918 postal vehicles. Dispatching and fueling operations, offices, and fa- 
cilities for 300 based employees and 1,200 drivers are also provided. 


Approximately 2,200 postal vehicle movements into and out of (total) the VMF 

are anticipated on an average weekday. The peak period of VMF activity will 

occur between 5 A.'4. and 7 A.M., when approximately 160 to 180 movements per 

hour of one quarter to two ton vehicles outbound to local postal stations are 
added te the relatively constant five ton and diesel vehicle flow of 30 to 60 
movements per nour. 


The housing is to be developed by the City of New York using air rights con- 
veyed by the Postal Service for housing purposes. Present architectural plans 
call for a total of 864 apartment units in two 27-story towers and two low- 
rise apartment clusters. The proposed apartments are distributed by size as 
follows: 30 percent zero bedroom, 30 percent one bedroom, 30 percent two 
bedroom, and 10 percent three bedroom units. 


C. ENVIRONMENTAL IMPACTS AND ADVERSE ENVIRONMENTAL EFFECTS 


Street Traffic and Circulation - Postal vehicle travel will increase by ap- 
proximately 100 vehicle miles per day overall, but five ton and diesel postal 


vehicle travel will be reduced by 300 vehicle miles per dey. Projected peak 
postal vehicle operations of the VMF will occur in the early morning while 
street traffic in the vicinity is jight. During the evening rush hour period, 
VMF operations will be relatively light. 


Enforcement of existing parking prohibitions and reduced postal traffic on 
31st, 33rd, and 34th Streets should provide sufficient westbound capacity to 
accommodate the additional non-postal vehicles diverted from 29th Street 
under conditions comparable to, or improved over, present traffic operations. 
To avoid any potential confusion for motorists or pedestrians due to changes 
in normal intersection operations attendant wth 29th Street restrictions, 
signs, barriers, pavement markings and other traffic control devices nec- 
essary for the safe use and operation of the street are to be provided. 


Thus, no significant impacts or adverse effects on traffic flow or operations 
are anticipated to occur as a result of the proposed project. 


Air Quality - As a result of reduced heavy duty postal vehicle travel, carbon 
monoxide and hydrocarbon emissions from postal vehicle movements to and from 
the VMF will be reduced by approximately eight percent over conditions with- 
out the VMF. 


Street traffic volum2? and pattern changes attributable to the VMF will have 
relatively little impact on air quality. For the 15-block primary study area 
immediately adjacent to the site, no distinguishable change in 1980 A.M. or 
P.M. peak period emissions were found whether or not the VMF is built. 


Enforcement of parking restrictions and reduced postal traffic on 31st, 33rd, 
and 34th Streets, associated with the transfer of preferential mail processing 
from GPO Manhattan to Morgan Station, will allow for diversion of non-postal 
traffic from 29th Street without significant changes in emissions or air 


quality. 


The impact of VMF exhaust venting is not expected to be significanc, with 
maximum concentrations of pollutants in the exhaust occurring at ‘.imes when 
background concentrations are low. 


Carbon monoxide exposure of the air rights housing and air intakes for the 
VMF will be within standards, and the ventilation system will have the capa- 
bility of maintaining better than acceptable air quality within the VMF. 


Noise Environment - Traffic changes generated by the proposed VMF will have 
no significant acoustical impacts. Increases in ambient Ljq no se levels 
generally will not exceed 1-3 dBA during most hours. During early morning 
and late evening periods the Lj0 noise level might increase by approximately 
5 dBA for short periods, under present postal vehicle scheduling. 


Federal ambient noise standards for the proposed air rights housing are ex- 
ceeded. In order to attain satisfactory interior noise levels, sound insu- 
lating windows and air conditioning are provided for in the design on the 
Ninth and Tenth Avenue and 29th Street facades of the apartment towers, in 
addition to a small setback on the VMF roof. 


Noise impact during construction phases is not ee with estimated 
increases above ambient not exceeding 3.5 dBA. imilarly, truck traffic 
associated with construction is not expected to significantly raise ambient 
noise levels. Impacts of a temporary nature associated with construction 
will be minimized with suitable precautions and abatement procedures. 


Urban Form - The combined VMF and housing project represents a compatible | 
transitional use between business and residential sections and will act to | 
stabilize boundaries. No consequential land use changes in the vicinity | 
are expected to occur as a result of VMF project development. 


Socio-Economic Conditions - The most significant impact of the project is 
the positive response to a pressing and obvious need for low- and moderate- 
income housing in the area. 


Construction and in-operation activities represent a potentially minor source 
of jobs for area residents. 


The VMF employment base and residents of the housing portion will provide an 
expanded local market fur retail trade and services. 


Development is more beneficial to the community than under current zoning 
policy for the site. Conversely the proposed project largely may be exempt 
from normal private property taxation and, thus, have minor fiscal produc- 
tivity to the City. 


The introduction of over 860 new housing units will increase the utilization 
of local public schools and may create marginal over-capacity conditions at 
Ae ie 8 


Infrastructure - No adverse impact on any existing water supply, sewer, power, 
gas and steam facilities are expected, nor is any reduction of service to 
other users expected as a result of project requirements. 


Summary Impact Assessment - Many of the potentially adverse impacts of proj- 
ect development are minor and can be prevented or minimized through appropri- 
ate precautions, design modifications, construction procedures, and adjustments 
of operations. The net effect of project development is considered beneficial 
to both principal parties: the Postal Service and the community. 


SaREETEEse pciene ee 


ALTERNATIVES TO PROPOSED ACTION 


Alternatives to the proposed action have been considered and the conclusion 
reached that the proposed action is the most feasible course for the Postal 
Service to pursue. Moreover, it is the most advantageous to the community 
in providing a needed potential source of housing. 


No Action - Under this alternative, existing postal vehicle maintenance fa- 
cilities would remain in their scattered and inadequate locations. An 
opportunity to develop needed housing on the site would be postponed, in 
the least, if not lost. 


Alternative Locations - Expansion of the existing facilities is restricted 
by an inability to assemble properties. An office-VMF complex proposed on 

a nearby 29th Street site by private sponsors would be more costly and would 
not provide the opportunity to develop housing. 


An alternative advocated by various community groups would relocate the VMF 

to a nearby site diagonally opposite Morgan Station to the northwest, leavina 
the housing on grade at the proposed VMF site. The alternative VMF site offers 
no significant environmental advantages to the existing community and is less 
desirable operationally to the Postal Service. Provision of low- and moderate- 
income housing without benefit of the cost savings associated with the use of 
air-rights would be economically prohibitive. On grade construction opposite 
Morgan Station loading docks would be visually undesirable and would increase 
exposure to noise levels generated by traffic along the avenues. 


Scattered site facilities, while reducing travel for light duty vehicles, would 
increase the needed fleet size and space needs for parking, with an attendant 
reduction in vehicle maintenance efficiency. 


Alternative Modes of Mail Goods Movements - The feasibility of alternative 
means of transporting ma:. have in the past and continue to be a subject of 
extensive study and experimentation by the Postal Service, including the use 
of rail transit, pieumatic tubes, electronic transmission and alternate ve- 
hicle power systems. 


In general, use of alternative modes of current or near future technology 
have limited application to mail distribution provided by VMF vehicles or 
have access, capacity, scheduling and security problems. 
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& SECTION I. PROJECT DESCRIPTION* 


SITE LOCATION AND PROPOSED DEVELOPMENT 


Development of a major U.S. Postal Service vehicle maintenance 
facility (VMF) and combined multi-story housing project in the 
lower West Side of the Borough of Manhattan, New York City, is 

the subject of this Statement. The proposed project will occupy 
the entire city block adjacent to the Morgan Station mail process- 
ing center, shown on Figure I-1. 


The site is situated on the northern extremity of Manhattan's 
Chelsea residential district, with Chelsea Park and the Penn Sta- 
tion South housing project located immediately to the south and 
east. It was acquired and cleared in the late 1960's, displacing 
200-250 tenement housing units, assorted small manufacturing ac- 
tivities and garages. At the present time, the 200 x 8U0-foot 
site is fenced and used.for parking postal trucks, trailer units, 
and employee vehicles. 


U.S. Public Law 92-313 authorizes the conveyance of air rights 

over the proposed VMF to the City of New York for housing purposes, 
provided that the Postal Service be given exclusive use of West 
29th Street between Ninth and Tenth Avenues for postal operations. 
The Postal Service has agreed, however, to relinquish such exclu- 
sive use during the weekday evening rush hour period to alleviate 
otherwise anticipated traffic problems. 


Figures I-2 and I-3 illustrate the concept for the proposed project 
prepared by the project architect-engineer. 


VEHICLE MAINTENANCE FACILITY (VMF) 


The VMF portion of the project will contain approximately 800,000 
Square feet of interior space. The structure is of split-level 
design to conform with the natural slope of the site, with two 
levels below grade, three and four levels above grade on the Ninth 
and Tenth Avenue ends, respectively. Parking is to be provided 

for 771 trucks, 93 tractors, 24 trailers, and 30 official-use 

autos. Maintenance facilities will include service and repair bays, 
wash racks, and paint and body shop. Dispatching and fueling opera- 
tions, offices, and facilities for 300 based employees and 1,200 
drivers are provided as well. 


VMF vehicular ingress and egress will be provided only on the 29th 
Street side facing Morgan Station tu minimize postal vehicle impact 
on the community and interference with flow on adjacent north-south 
Ninth and Tenth Avenue traffic arteries. The proposed closure of 


& * This report was prepared for the Department of the Army, New York District 
Corps of Engineers, under contract DACW-51-73-C-90h5, by Edwards and Kelcey, 
New York, N.Y. as principal consultant, with Environmental Research and 
Technology, Inc., Lexington, Mass. as air quality consultant, and Bolt, 
Beranek and Newman, Inc., Cambridge, Mass. as acoustical consultant. 
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Figure I-1 


PERSPECTIVE 


BN VIROMMENTAL CONSULTANTS 
PRINCIPAL CONSULTANT Edwards ond Kalcey, New York 


Alf QUALITY CONSULTANT: Envitonmente! Research & Technology, Inc., GROUND LEVEL PLAN 


Lexington, Mons 
ACOUSTICAL CONSULTANT: Solt, Beranek and Newman, inc., 
Cambridge, Mass. 


PROPOSED VMF PERSPECTIVE AND 
& GROUND LEVEL PLAN 


NOTE: Concept plans; details are subject to change. 
SOURCE: Emery Roth and Sons, Project 


Architect/Engineer. Figure I-2 


TRANSVERSE SECTION 


mane 


ROOF EL 92 pal ee wees ROOF EL 83 


a8 
saiediilea:. heel _ _ 
= STREET EL 25 
REET EL 13) aoe 
= 


0 60 160 
LONGITUDINAL SECTION 
SCALE 

SMVIROMMENTAL CONSULTANTS 
PRINCIPAL CONSULTANT bower: ord Kelcey, New York 
AIR QUALITY CONSULTANT: Epvitenmente! Research & Technolegy, inc... 

Lexingten, Mans . 
ACOUSTICAL CONSULTANT: Belt, Serenck ond Newman, inc., 

Ccaeeler ayy eewes 

PROPOSED VMF SECTIONS 
NOTE: Concept plans, detvils are subject to change. 


SOURCE: Emery Roth and Sons, Project Architect/Engineer. 


Figure I-3 


29th Street to non-postal traffic accompanies this objective of 
concentrating VMF vehicular access. In addition, Morgan Station 
truck loading docks face 29th Street and will require use of the 
street for maneuvering. Public use of the street combined with 
VMF and Morgan Station movements would subject both postal and 
non-postal traffic to difficult conditions and would impair the 
operational efficiency and security desired by the Postal Service. 


Twenty-Ninth Street does, however, provide a major P.M. westbound 
connection to northbound Tenth Avenue and the Lincoln Tunnel en- 
trance at 30th Street. For this reason, 29th Street is scheduled 
to remain open to two lanes of non-postal vehicular traffic during 
the weekday evening rush hour period, from 4:30 to 6:30 P.M. At 
all other times, public use would be restricted. 


HOUSING PROJECT 


Figures I-2 and I-3 illustrate the proposed structurally integrated 
VMF-housing project, in which the housing project would be develop- 
ed using air rights space donated to the City. Only differential 
foundation and utility costs, estimated at $2 million, would be 
assessed against the housing project. Under normal conditions, 

site acquisition for housing construction on grade, together with 
foundation and utility costs might run to $12 million. Thus, use 

of air rights space represents a saving in the order of $10 million, 
making it feasible to provide housing at lower costs than comparable 
facilities. 


Present architectural plans provide for a total of 864 apartment 
units in two 27-story towers and two low-rise apartment clusters. 
The proposed apartments are distributed by size, as follows: 30 
percent zero-bedroom, 30 percent one-bedroom, 30 percent two- 
bedroom, and 10 percent three-bedroom units. 


Resident parking for approximately 160 cars is proposed to occupy 
two half-story levels below grade at the Ninth Avenue end of the 
VMF. The VMF roof will serve as a recreation area and plaza level 
for the apartments and associated community uses. This plaza level 
ranges from approximately 60 feet above street level at Ninth 
Avenue to 80 feet above street level at Tenth Avenue. 


Elevator entrance lobbies for the housing units will be located on 
Ninth and Tenth Avenues, with an additional “sky lobby" at the plaza 
level connected by an enclosed pedestrian passage to lobbies of the 
apartment clusters. Vehicular access to the resident parking area 
will be from West 28th Street near Ninth Avenue. 


OBJECTIVES OF PROPOSED ACTION 


Development of the proposed VMF will enable the Postal Service to 
replace three existing inadequate, scattered vehicle maintenance 

and parking facilities and, through their consolidation, to improve 
substantially the efficiency of Manhattan postal vehicle operations. 


The proposed VMF is part of an overall plan for reorganization of 
Postal Service facilities to improve service in the New York metro- 
politan region. Key features of the plan include the already- 
implemented relocation of “organ Station bulk mail processing 
operations to new postal facilities in Hudson County, New Jersey, 
and the conversion of Morgan Station to the preferential (first- 
class) mail center (PMC) for the area, replacing G.P.0. Manhattan 
in this capacity. Morgan Station was heavily damaged by fire in 
1967, prior to which it served as a center for bulk mail and some 
preferential mail processing. Refurbishing and refitting operations 
necessary to equip Morgan Station as the PMC for the area are 
presently in progress. Bulk mail operations currently remaining 

at the G.P.0. also will be transferred to New Jersey, the G.P.0. 
becoming a local branch post office. 


The proposed VMF will be developed to replace two leased maintenance 
facilities at Leroy Street in the West Village and at 34th Street b - 
tween Eleventh and Twelfth Avenues. Furthermore, it will consolidate 
the parking of vehicles now located at (1) these two maintenance fa- 
cilities, 12) the proposed site, (3) leased space at Piers 74-76, and 
(4) side streets surrounding the G.P.0. An estimated 175 postal ve- 
hicles must park on side streets on week nights (300 on Sunday nights) 
due to the inadequacy of off-street facilities, causing congestion and 
being subject to collision and vandalism. Figure I-4 shows this con- 
solidation of maintenance and parking facilities, including the area 
of Manhattan served by postal vehicles to be reassigned to the pro- 
posed VMF. 


Ideally, the VMF should be located adjacent to the Morgan Station PMC 
to minimize traffic movements and lost time between the two facilities. 


PROPOSED VMF TRAFFIC OPERATIONS 


Maintenance and storage locations to be replaced by the proposed VMF 
presently accommodate 767 postal vehicles, of which 664 are gasoline- 
powered and 103 are diesel powered (tractor) units. Of the 664 gas- 
powered vehicles, 502 (or 76 percent) are light-duty units having fuel 
combustion emissions and noise characteristics similar to those of 


passenger cars. 
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Figure I—4 


Approximately 2,200 postal vehicle movements into and out of (total) 
the VMF are anticipated on an z :rage weekday. Proposed scheduling of 
these movements by hour of day are summa: ized in Table I-1, along with 
anticipated Morgan Station PMC postal vehicle traffic. A detailed 
breakdown and description of these movements by vehicle type and travel 
direction is included in Table B-3 of Appendix B. 


The proposed schedule reflects a rescheduling, as compared to current 
postal vehicle operations, of approximately 110 movements per hour from 
the evening rush (4 P.M.-7 P.M.) primarily to late evening (9 P.M.- 

12 A.M.) hours. This average 55 percent reduction in postal movements 
during the evening rush hours is necessary to allow non-postal vehicle 
use of 29th Street and is consistent with "after-hours" truck delivery 
and goods movement strategies of the New York City Air Quality Imple- 
mentation Plan. 


Local postal zones to be served by the VMF cover the west side of Man- 
hattan south of 134th Street and the east side of Manhattan south of 
40th Street. Based on vehicle assignments to each of the postal zones 
served, approximately one-half of the daily movements will be to loca- 
tions north of the VMF, outbound via Tenth Avenue and inbound via Ninth 
Avenue. The remaining movements will be to locations south of the site, 
outbound via Ninth Avenue and inbound via Tenth Avenue. With two- 
directional flow for postal vehicles on 29th Street between Ninth and 
Tenth Avenues, the use of other streets in the study area for postal 
vehicle access, except during evening rush hours, is not anticipated. 
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Table I-1 
ANTICIPATED POSTAL VEHICLE MOVEMENTS— 
AVERAGE WEEKDAY 


To/From (Total) 
City Streets 


Between 
VMF PMC VMF & PMC 
Time Traffic Traffic Only 


12-1 A.M. 44 43 16 
1-2 26 35 
2-3 37 
3-4 33 
4-5 52 
5-6 54 
6-7 37 
7-8 40 
8-9 31 
9-10 35 

10-11 37 

11-12 P.M. 37 

12-1 37 
1-2 32 
2-3 32 
3-4 37 
4-5 18 
5-6 21 
6-7 22 
7-8 53 
8-9 
9-10 

10-11 

11-12 A.M. 


TOTALS 


SECTION II. ENVIRONMENTAL SETTING WITHOUT THE PROJECT 


Existing physical and social environments in the general vicinity of the 
project site and future conditions which might be anticipated without the 
project are described in this section as baselines for identification and 
estimation of potential impacts of project development. As appropriate, 
future conditions herein are r lated to the year 1980, selected as a 
realistic in-operation ({post-construction) date for the proposed proje-t. 


SITE CONDITIONS 


The 200 x 800-foot site is presently a graded and fenced, vacant 
lot used for parking postal trucks, trailer units, and employee 
vehicles. The existing ground surface rises ,*adually from eleva- 
tion +14 at Tenth Avenue to elevation +27 at Ninth Avenue, a rise 
of 13 feet at an average grade of approximately 1-1/2 percent. 


Subsurface conditions at the site, based on available boring data, 
indicate a varying depth overburden lying on a bedrock of Man- 
hattan shist. The overburden varies in depth from approximately 
12 feet (bedrock elevation +15) near Ninth Avenue to approximately 
50 feet (bedrock elevation -35) near Tenth Avenue. The overburden 
generally consists of three major stata: (1) man-made fill com- 
posed of varying proportions of sands, silts, and gravel; (2) 
sands and silts of glacio-fluvial origin; and (3) glaciated silt 
deposits.* 


The Manhattan shist bedrock is Class I - hard sound rock, or 
Class II - medium sound rock with its upper surface partially 
weathered. Ground water at the site is generally at an elevation 


of +3 (11 feet below grade at Tenth Avenue), except in the vicin- 
ity of Ninth Avenue where the bedrock surface is higher.* 


STREET TRAFFIC AND CIRCULATION 


PRESENT CONDITIONS 
Traffic Circulation 


Traffic circulation in the VMF site vicinity consists primarily of 
two basic mu.ements: 


* "Through" traffic on the north-south avenues, 


aaa EEEEEEEEEEREREEEEEEEEel 


*Manhattan Vehicle Maintenance Facility, A Feasibility Study for the U.S. 
Postal Service, Ames Associates and Wear Yand Sekacca-Oieben March, 1972. 
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B.1.(b) 


Circulation between the avenues and the industrial districts 
flanking the east and west sides of the area. 


South and eastbound movements tend generally to peak during morn- 
ing hours; north and westbound movements generally peak during the 
evening rush hours. These flow characteristics are reflected in 
Figure II-1, which illustrates average weekday A.M. and P.M. peak 
hour traffic volumes by roadway segment. 


Each of the €.-/) foot wide avenues accommodates four lanes of 
moving traffic. Curb lanes on each side generally are occupied 

by parked, stopped, or standing vehicles during most periods of 
the day. The nearest major east-west arterials are 23rd Street 
and 34th Street, where adjacent commercial development restricts 
capacity and efficient circulation, particularly during the peat 
afternoon traffic hours. Between these arterials, the streets 

are generally 32-36 feet wide, with traffic generally restricted 
to one lane due to parked or standing vehicles occupying the curb 
lanes. Of the westbound streets, 27th is partial.y vacated and a 
section of 25th is officially closed between 8 A.M. and 1 P.M. as 
a “play street" for adjacent residential development; 31st and 
33rd Streets traverse a relatively heavily traveled commercial 
area. On 29th Street between Eighth and Tenth Avenues, by con- 
trast, street widening and compliance with no-parking regulations 
generally allow for two to three lanes of traffic aperation, pend- 
ing renewed postal operations at Morgan Station. Thirtieth Street, 
which carries traffic to and from the Lincoln Tunnel access road, 
is the most heavily traveled eastbound street in the immediate 
area of the project site. 


In order to assess proposed circulation changes at the site, peak 
period turning movements were investigated at the adjacent inter- 
sections. During the morning peak, as shown in Figure II-2, 29*h 
Street feeds approximately equal volumes into Ninth and Tenth 
Avenues. During the evening peak, movements to northbound Tenth 
Avenue are clearly predominant. Roughly 20 percent of 29th Street 
traffic is bound west of Tenth Avenue during both periods. Traffic 
patterns on 28th Street remain relatively constant, and compare- 
tively light, throughout the day. 


Hourly Variation 


The directional peaking of traffic is clearly <hown in Figure II-3, 
which illustrates traffic variation by hour of day for the streets 
adjacent to the proposed site. Ninth Avenue and 28th Street peak 
generally from 8-10 A.M. Tenth Avenue and 29th Street volumes 

rise slowly throughout the day to a high from 4-6 P.M. While most 
traffic related analyses were focused on these peak periods, the 
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variations illustrated i: Figure II-3 provide a relative comparison 
to conditions found during other periods of the day, including off- 
peak periods critical for noise analysis. Weekend flows are gener- 
ally 35 to 40 percent jower than comparable weekday volumes. 


Composition 


Commercial (truck and bus) traffic varies by street and time of 
day. With truck deliveries normally peaking during mid-morning 
hours, commercial vehicles constitute a higher proportion of the 
A.M. peak period traffic mix than during the P.M. peak period, as 
shown in Table II-1. On Tenth Avenue, where northbound auto move- 
ments in the morning are light, commercial traffic comprises nearly 
half of the totai flow. 


Table II-] 
PERCENT COMMERCIAL TRAFFIC 


A.M. Peak Hour -M. Peak Hour 
Gas Diesel Gas Diesel 


Eighth Avenue 15 
Ninth Avenue 25 
Tenth Avenue 40 
Eleventh Avenue 30 
29th and 30th Streets 20-45 1-3 
25th, 26th, 27th, and 
28th Streets 15-35 1-2 15-30 


As shown in Table II-1, commercial traffic on the various east-west 
streets ranges from approximately 15 to 50 percent of their total 
traffic, with the percentage of trucks generally increasing as the 
total volume decreases from east to west in the study area. Diesel 
and gas-powered vehicles were identified separately in order to ac- 
count for their differential contribution to noise and air pollution 
emissions. 


ANTICIPATED FUTURE "BACKGROUND" CONDITIONS 


In order to provide a future year (1980) traffic base against which 
to assess anticipated changes in traffic due to the proposed proj- 
ect: (1) recent year trends and Tri-State Planning Commission 
projections were investigated; and (2) discussions were held with 
both City traffic officials and representatives of proposed nearby 
development projects. Individual descriptions of these projects 
and their anticipated effects on traffic in the area of the VMF 

are included in Appendix B. 


In general, traffic conditions in the area have remained relatively 
stable during recent years. The combined effect of proposed nearby 
development projects and of traffic control and transportation im- 
provement strategies of the New York City Air Quality Implementation 
Plan should somewhat reduce area traffic volumes in the years ahead. 
Westside Highway improvements, in particular, could substantially 
reduce north-south traffic in the Eighth to Eleventh Avenue Cor- 
ridor. However, any conclusion at this time as to the actual mag- 
nitude of reduction either overall or for any specific street 
segment was not considered to be appropriate. For purposes of 
analysis, therefore, future traffic without the proposed VMF proj- 
ect was considered to be equal to present traffic. Future volumes 
both with and without the VMF thus represent a conservative or 
worst case approach. 


AIR QUALITY 


PRESENT AIR QUALITY 


Present air quality in the vicinity of the project site has been 
estimated from available data fron the New York City Department of 
Air Resources (NYCDAR), including the 1972 Air Quality Implementa- 
tion Plan control strategy for carbon monoxide (CO), hydrocarbons 
(HC), and nitrogen oxides (NO,). 


Although existing air quality data are relatively scarce for these 
contaminants, available data indicate that federal standards out- 
lined in Table II-2 are occasionally exceeded for all three pol- 
lutants in midtown Manhattan. 


Table II-2 


NATIONAL AMBIENT AIR QUALITY STANDARDS 
AND PRESENT (1972) AMBIENT CONDITIONS 


Present 
Peak 
Standard Ambient 
/ \ 


Pollutant Time Frame i Quantity (ppm) (ppm) _ 


co One-hour maximum 35 (primary std.) 65 
8-hour maximum 9 (secondary std.) 


NO, Annual average 0.05 


Hydrocarbons Three-hour average, 0.24 
(less methane) 6-9 A.M. 


te 


Values representing present peak ambient levels in midtown Manhat- 
tan were derived from data reported in the Implementation Plan 

and adjustment factors described in Appendix C (Section C.2). 
These values are 65 ppm of CO (one-hour peak), almost twice the 
Federal standard, 1.88 ppm for non-methane hydrocarbons, and 0.14 
ppm for nitrogen dioxide. 


A supplemental analysis of carbon monoxide concentrations in mid- 
town Manhattan was made of July, 1972 data from a midtown sampling 
station to determine hourly variations.* Results are shown in 
Figure II-4 as concentrations of CO by weekday hour averaged over 
the month of July. 


The 8-9 period is shown to have the highest average hourly concen- 
tration (19.85 ppm). During the 5-8 A.M. time period when VMF 
traffic operations will be maximum, average hourly readings are 
8.8 ppm from 5-6 A.M., 12.8 ppm from 6-7 A.M., and 17.8 ppm from 
7-8 A.M. Maximum one-hour values observed during the month were 
15 ppm, 17 ppm and 29 ppm, respectively, for the three one-hour 
periods. 


In summary, analysis of July data to supplement air quality values 
reported in the Implementation Plan shows that: (1) air quality 
readings during the 5-7 A.M. peak period for VMF activity are about 
50 percent of the A.M. peak air quality readings; (2) P.M. readings 
are about 80 percent of the A.M. readings; and (3) CO concentrations 
build to a peak level by 7-8 A.M. and remain near those levels until 
late at night. Air quality readings arising from vehicular emis- 
sions are not found to exhibit strong diurnal variations as to the 
traffic related emissions which influence these air quality levels. 


pected although these would be somewhat altered by the influence of 
non-transportation sources. This is because motor vehicles con- 
tribute over 95 percent of CO emissions, 77 percent of hydrocarbon 
emissions, and only 33 percent of NOy emissions, according to NYCDAR. 


Similar patterns for hydrocarbons and nitrogen oxides would be ex- 


Carbon monoxide and hydrocarbon peak values cited in the Implementa- 
tion Plan were considered to be representative of A.M. peak-hour 
conditions in the vicinity of the VMF. In the case of nitrogen 
oxides, the concern is with annual average values as expressed in 
the standards. Again, the values expressed in the Implementation 
Plan were considered to be applicable to the project area. 


*July data was selected because of its greater completeness. Transportation 
related pollutant levels do not generally have a large monthly or seasonal 
variation. 
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Figures are based on data measured on all weekdays for the month of July 1972 Figure Il-4 


BACKGROUND AIR QUALITY FOR 1980 


The determination of background air quality values for 1980 without 
the vehicle maintenance facility is based upon the New York City 
Implementation Plan and the roll-back procedures utilized in that 
Plan for each pollutant. The major change in emissions from 1972 
to 1976 (as shown in the Implementation Plan and extrapolated to 
1980) will result from Federal Emission Standards for new motor 
vehicles. 


It is anticipated that carbon monoxide concentrations will be below 
the Federal eight-hour standard by 1976 with the exception of the 
one air quality station representative of the worst traffic condi- 
tions in the city. The Implementation Plan, however, goes on to 
State that the further reductions in emission factors after 1976 
should bring all locations in New York City within the 9 ppm eight- 
hour standard by 1980. 


Implementation Plan estimates were supplemented by looking at the 
projected emissions for a five-by-three block study area for 1980 
without the VMF.* Reductions were found in calculated carbon 
monoxide emissions for the A.M. peak period of 61 percent and 66 
percent for the P.M. peak from 1972 to 1980. If these reductions 
are applied to the 65 ppm 1972 one-hour maximum value for CO, shown 
in the Implementation Plan, a maximum peak hour CO value of 25 ppm 
for 1970 in the project area would result. Applied te Juiy 1972 

& values, an average one-hour reading for the A.M. peak of approxi- 
mately 8 ppm, and a maximum one-hour reading of under 15 ppm would 
be found. P.M. readings would be correspondingly reduced. 


Since the monitor at the 45th Street site records traffic-generated 
Carbon monoxide concentrations as well as background, it would be 
extremely conservative to assume that 25 ppm or 15 ppm would be 
background CO levels for 1980. A reasonable, yet also conservative 
procedure is to reduce the July 1972 average hourly concentrations 
by 61 percent. Figure II-5 depicts the resulting diurnal variation 
of projected CO background for 1980. 


The analysis of hydrocarbon levels must recognize two factors: 

(1) their primary effect is on veget. dn (not a factor in this 
area), and (2) the concern is not with the direct effect of HC 
levels but with their indirect effect upon photochemical oxidant 
levels. As stated in the Federal Register**, the hydrocarbon stand- 
ard is to be used as a guideline to achieve the health-related 


*The 15-block area bounded by Eighth and Eleventh Avenues, east and west, and 


by 30th and 25th Streets, north and south. 


**Federal Register, Volume 36, N. 84, April 30, 1971. 
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Federal oxidant standard. Although the complex role of hydro- 
carbons in the production of photochemical oxidants is not cow- 
pletely understood, it is believed by EPA that the control of 
non-methane hydrocarbon levels below 0.24 ppm during the 6-9 A.M. 
morning rush hours will prevent oxidant levels from exceeding a 
one-hour Federal standard of 0.08 ppm. Since the production of 
high oxidant levels in the atmosphere requires high hydrocarbon 
and nitrogen oxide concentrations over a large area, they are com- 
nly found to exceed standards in urban a:eas where sources 9f 
precursors, hydrocarbons and nitrogen >xides, are numerous and 
distributed over a large area. Localized high non-methare hydro- 
carbon concentrations are not important per se, but are important 
in that they contribute to regional oxidant levels. 
Such an indirect assessment of hydrocarbons relative to oxidant 
levels was adopted by New York State in its Implementation Plan. 
Their calculation showed that a 60 percent reduction in hydro- 
carbon emissions would be necessary by 1976 to meet the oxidant 
standards, whereas a 33-40 percent reduction could be expected. 
The Implementation Plan strategies predicted at least a 50 percent 
control of non-motor vehicle hydrocarbon emission was attainable 
in the period from 1975 to 1980. Furthermore, calculations of 
hydrocarbon emissions for 1980 in the study area, relative to 1972 
show a 50 percent reduction for the A.M. peak and a 55 percent re- 
duction for the P.M. peak. These differences are the results of 
changes in vehicle mix for cars, trucks and diesel vehicles, as 
well as assumed free flowing and congested speeds on different 
traffic segments. 


Conclusions drawn from this analysis are that (1) hydrocarbon 
levels for the three-hour period from 6 to 9 A.M. would be approx- 
mately 50 percent of present levels (i.e., 0.95 ppm), and (2) that 
the 60 percent reduction required to achieve oxidant levels would 
be approached but not attained in the area of the VMF. Since both 
transportation and non-transportat‘on sources will be reduced by 
approximately 50 percent, transportation sources would continue 

to contribute 77 percent of total air quality levels in 1980. 


to be successful in bringing levels within the annual average 
standard. The present 0.14 ppm annual average estimated is com- 
prised of 0.08 ppm from motor vehicle emissions in midtown Man- 
hattan and 0.06 ppm from stationary sources. The stationary 
source contribution is anticipated to be reduced to 0.04 ppm by 
various control strategies. Estimates developed for reductions 

in 1980 NOx emissions from transportation sources in the study 
area are 52 percent of 1972 values for the A.M. period and 47 per- 
cent for the P.M. period. An average of 50 percent reduction in 
transportation emissions would still yield a total of 0.08 ppm 


Anticipated roll-back for nitrogen oxide levels is not expected 
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1972 and 1980 emissions were calculated for street traffic in the 
Study area by procedures described in Appendix ( (Section C.4). As 
might be expected, se €st emission ioadings occur on the north- 
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Human re to noise a functic und intensity, frequency 
Spectrum, and time varyir ter. } easuring and assessing fac- 
tors of sound intensity an ney as related to human perception 
and reaction, noise is best expressed in units of dBA, i.e., decibels 
of sound intensity measured with an A-scale weic ting of frequency. 


meters equipped 


These units can be read from standa sound 


level 
with frequency sensitiv Tters that give weightings to sounds 
iS Trequencies in a manner that approximates human 


measured at vario 


ear sensitivity. The A-weighted sound level reading displays good 
correlation to human response to noise. The third factor of time 
variation reflects the fact that noise is rarely constant. 


To describe the noise level at a nurticular site over any particu- 
lar time period--either from measurements taken on the spot or 
extrapolated from other information--a consistent statistical ap- 
proach is used. Because the sound level varies over time, it is 
important to evaluate what percent of a time period (ten minutes, 
one hour or one day) that a noise level is exceeded. 


All the descriptions which follow are in units of dBA--decibels on 
the A-weighted scale--and are defined as follows: 


Li: that sound level which is exceeded one percent of the 
sample period. Ly is a good descriptor of peak noise 
levels as would be caused by a police siren, horn burst, 
fire engine, or the acceleration of a truck (or trucks ) 

on a light traffic street. 


Lig: that sound level which is exceeded c-ly 10 percent of the 
sample time period. This level reflects the occurrence 
of discrete noise events in the environment which are 
louder than the “normal" ambient or background level. 

For example, the Liq can be used in assessing the pres- 

ence of nearby traffic operrtions at a site. Federal 

Highway Administration (FHWA) standards are based on Lig 
levels. 

L33: that sound level which is exceeded 33 percent of thea 
sample time period. This value is important pecause of 
U.S. Department of Housing and Urban Development (HUD) 
Noise Standards which set limits to sound levels for 
external exposure of new construction sites. These 
Standards deai with exposures to noise levels for not 
more than 8 hours per 24-hour period. This ‘s the L33 
value for a full day. 


Leo: that sound level which is exceeded 50 percent of the 
Sample time period. This value is a good description of 
the "average" or mean sound level at a site and has been 
used extensively to describe various community noise 
situations. It includes steady state sources and the 
influence of discrete events. 


Lgo: that sound level which is exceeded 90 percent of the 
sample time period. It is a description of the ambient 
sound level that exists almost all the time at the par- 
ticular measurement location. Thus, it is mainly a re- 
flection of background levels from steady state sources 
(such as constant distant traffic) and is not heavily 
influenced by discrete events. 
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D.1 


D.2 


AMBIENT NOISE AT STREET LEVEL 


Relative to traffic noise, Federal Highway Administration (FHWA) 
design noise levels* are based on the A-weighted sound level ex- 
ceeded 10 percent of the time, abbreviated L1 dBA. 


Ambient noise levels around the project site were estimated using 
procedures described in Appendix D. Figure II-7 illustrates the 
findings of this analysis expressed in contours of L}9dBA measured 
at ground level. Much of the project site exceeds the FHWA ex- 
terior noise standard for residential land use of 70 dBA. 


Correlating to essentially unchanged future traffic conditions 
without the proposed VMF, 1980 ambient or "background" noise is 
expected to remain at present levels. 


AMBIENT NOISE AT ABOVE-GROUND ELEVATIONS 


Additional acoustical measurements, described in Appendix E, were 
taken to estimate the present and future noise level at elevations 
above ground. This was done because the nearest air rights apart- 
ments will be at least 60 feet above ground level. Continuous 
recordings over 24-hour periods were made on the rooftops of Public 
School 33 and the Penn Station South apartment building at Ninth 
Avenue between 28th and 29th Streets. Similar rooftop measurements 
were conducted at Morgan Station, representing an elevation between 
the other two locations, as a check to validate height: sound level 
ela*ions! 


ships derived from measurements at the other locations. 


Cumulative distributions of noise levels for P.S. 33 and the apart- 
ment building are illustrated on Figure II-8, which relates the 
ambient conditions to HUD noise standards. 133 levels are approxi- 
mately 71 dBA and 66.5 dB’ for the public school and apartment house 
measurement locations, respectively. Thus, existing noise levels 
are considered "Normally Unacceptable" for new housing construction 
by HUD standards. These standards and the impact of ambient noise 
levels on the proposed air rights housing are discussed in detail 
in Section III A.3(c). 


esp nhesnsseenerensptersueannsunnunnesnssnnetep nerves 


*FHWA Policy and Procedure Memorandum 90-2, Noise Standards and Procedures , 
February 8, 1973. 
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OUTDOOR-TO-INDOOR NOISE REDUCTIONS AT PUBLIC SCHOOL 33 


Because of the proximity of Public School 33 to the construction 
site, the outdoor-to-indoor noise reduction afforded by its con- 
struction was measured directly, rather than relying upon typical 
tabulated values. 


The traffic on Ninth Avenue was used as noise source, and micro- 
phones were placed outside the facade of the school and inside in 
a classroom facing Ninth Avenue. A total of four simultaneous 
recordings (5 minutes each) were made, as follows: 


Outside Inside 


3' from facade 3' from window--open 
3' from facade 8' from window--open 


3' from facade 3' from window--closed 
3' from facade 8' from window--closed 


The results of the measurements are shown on Figure II-9. With 
open windows, noise reduction was 5-15 dBA, depending upon the 
position in the classroom. With closed windows, noise reduction 
was 20-23 dBA, depending upon the position in the classroom. 


Figure II-10 shows the cumulative distribution of the sound level 
found during the four measurement periods. Also shown on the 
figure is the cumulative distribution for a three-hour period of 
the sound level as measured on the roof of Public School 33. As 
can be seen, the difference becween the levels measured continu- 
ously on the roof and on the ground is between 0.5 and 1.5 dB. 
The close correlation denonstrates that the five-minute indoor- 
outdoor simultaneous measurements are representative of the sound 
levels that can be expected during normal teaching hours. 


Ranges of the sound level for L5g and Lig, sound levels exceeded 
50 percent and i0 percent of the time, are as follows: 


Inside Inside 
Outs ide Oren Windows Closed Windows 


L 70.5 dBA 55-60.5 dBA 47.5-50.5 dBA 


50 


L 77.5 dBA 62.5-67.5 dBA 54-57 dBA 
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URBAN FORM 


LAND USE 


Figure II-1]1 illustrates the diverse nature of the area surround- 
ing the project site anc the transitional location of the site. 
North of 30th Street, commercial, manufacturing, and transportation 
activities prevail. Manufacturing, transportation, and warehousing 
facilities dominate the area west of Tenth Avenue. South and east 
of the site are found the residential@ institutional, and public 
facilities of the Chelsea community. 


The area has undergone dramatic land use changes since 1960, with 
the development of the Chelsea Houses public housing project, the 
sprawling Penn Station South cooperative project, and the clear- 
ance of the project site, making significant alterations to the 
form and social fabric of the community. In addition to the three 
major high-rise housing projects (including the Elliot Houses) in 
the vicini' , tenements and brownstones are found in areas along 
side streets between Eighth and Tenth Avenues. 


Joining the brownstone revival occurring in many sections of the 
Citv are dwellings along 29th and 30th Streets between Eighth and 
Ninth Avenues, now being privately renovated. Three- and four- 
story tenements which used to prevail in the area have been 
largely replaced by housing projects. Others have been razed and 
replaced with parking lots, the project site itself providing the 
most visible example. Along the north-south avenues, buildings 
are shared by residential and commercial uses. Few residential 
uses are found west of Tenth Avenue, none between Eleventh and 
Twelfth Avenues. 


Complementing and serving the residential district are a variety 

of institutional and public facilities in the vicinity of the proj- 
ect site. Chelsea Park, an urban park-playground situated directly 
south of the site, is the principal open space facility in the 
Chelsea community. The Lower West Side District Health Center, 

an out-patient clinic serving the community, is located within the 
Park near Ninth Avenue. The P.S. 33 elementary school is located 
immediately adjacent and to the south of the health center. Two 
other facilities should be noted: (1) French Hospital fronting on 
29th and 30th Streets between Eighth and Ninth Avenues, and (2) the 
Church of the Holy Apostle, a City landmark situated at the corner 
of Ninth Avenue and 28th Street, diagonally across from the project 
site. 
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COMMUNITY DEVELOPMENT POTENTIALS 


No major land use conversions, either by public or private action, 
are anticipated in the area, with the exception of changes that 
may occur as a result of West Side Highway redevelopment. 


Without development of the VMF project, two conditions are pos - 
sible for the site: 


* It will remain in Postal Service ownership and used for the 
storage and parking of postal vehicles, or 


8 It will be released for private development. 


The guide for prospective development under the second condition 
is current zoning, which divides the site laterally between light 
manufacturing and commercial use designations, as shown in 

Figure II-12. Site reuse potentials under present zoning are: 


& Residential uses and central business district commercial 
activities in the C6-4 portion, and 


& Commercial and light manufacturing uses (but no residential 
development) in the MI-5 northern half of the site. 


Development of uses permitted under current zoning would return 
the site to fully produ tive tax status. 


SOCIAL ENVIRONMENT 


POPULATION AND INCOME CHARACTERISTICS 


Population of four census tracts* encompassing the general area of 
the site grew by four percent from 1960 to 1970. This small net 
gain results from losses in most blocks comprising the four tracts 
being offset by major increases associated with the Penn Station 
South and Chelsea Houses residential projects. An estimated 675 
persons were displaced from the project site during the 1960's. 


The development of major housing projects in the area and the 
gradual conversion of rent-controlled apartments to upper- income 
units have caused significant social changes to take place in the 
area population. Among them: 


Ss seseesssessessnssnsessnssesnsseeessiennnennes 


*Census tracts 93, 97, 99, and 103 as delineated on Figure II-13. 
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(1) Displacement of low-income family units, coupled with an in- 
flux of middle- and tupper-income households. This is reflected 
In a two- to three-fold increase in median family income 
compared to the Manhattan increase of 50 rercent between 1960 
and 1970. Despite the influx of middle- and upper-income 
families, a visible low-income segment is revealed by the 27 
percent living on Social Security, the 8 percent subsisting 
on incomes below poverty jevels, and the 8 percent on Public 
Stance. 


(2) An increase of ler age population from 1) percent in 
1960 to 20 percent 1970. Most of this increase is attribu- 
table to the Chelsea Houses senior citizens addition and the 
Penn Station South project. Table A-6 of Appendix A details 
age distribution trends for the four census tracts. 

(3) A significantly lowe y household population compared to the 
Manhattan average, due argely to the growth the older age 

ulation segmen n th rea 


Sin e number of housing units in the four census tracts 
has 1 by 3 while a loss of 5,000 units was recorded in 
ee a | nity Planning District #4. | 
Declines have resulted th onversion of old rent-controlled 
ipartments to upper-ir e units and displacement by public facil- 
ities, commercial activities, and parking lots. Cumulatively, 
these factors have caused an acute shortage of low- and moderate- 
income housing in the eis@a area. 
Figure II-13 illustrates, by block in the vicinity of the project 


cry 


osses of housing units between 1960 and 1970. De- 
ines are most apparent in blocks bordering 23rd and 30th Streets, 


tne two crosstown streets on which conversions and displacements 
of housing units have occurred in greatest number. In addition, 
215 housing uni were displaced from the project site. 

An otherwise even greater loss of housing units in the area was 


counteracted by a net gain of some 1,400 units in the area between 
e3rd and 29th Streets comprising the Penn Station South project. 
Detailed housing statistics are presented in Tables A-3 and A-4 

of Appendix A. 


Compounding the housing shortage is the low annual turnover in the 
large-scale housing developments. These projects, which account 
for approximately 60 percent of all housing units in the four census 
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tracts, have annual turnover rates of two percent for the Penn 
Station South project, 7.5 percent for the Chelsea Houses, and 
4.6 percent for the Elliot Houses.* 


With the overall decrease in total housing units and the low turn- 
over rates in the large housing developments, the proposed VMF air 
rights housing will provide a much needed resource. An indica- 
tion of the type of housing needed for the project site is pro- 
vided by a housing survey of approximately 1,000 families in the 
Chelsea area recently cc ducted by Community Planning Board #4. 
Preliminary analysis indicates a need for low- ard moderate-income 
large unit rental housing. 


The City Housing and Development Administration (HDA) has promised 
low- and moderate-income housing for the air rights project to be 
built to Mitchell-Lama standards under Federal FHA 236 program 
financing, with some units provided for the elderly and some for 
public housing (by lease or sale to the City Housing Authority). 
The formula recommended by HDA is 60 percent moderate income, 30 
percent low income public housing, and 10 percent senior citizen 
housing. 


The Housing and Planning Committee of Community Planning Board #4 
supports ‘the need to provide low- and moderate-income units and has 
recommended the following general order of priority for project 
tenancy: 


(1) People displaced from the site who wish to return to the 
Chelsea community if attractively priced housing were 
available. 


(2) Lower and moderate income residents of Chelsea. 


(3) Lower and moderate income residents of Clinton. 


COMMUNITY SERVICES 


The housing portion of the project will increase demands on educa- 
tion, recreation, and health service facilities in the vicinity. At 
the present time the P.S. 33 elementary school and I.S. 70 inter- 
mediate school serving the area are utilized to 57 percent and 81 
percent of their capacities. The Charles Evans Hughes high school 
is currently (1971) operating at 83 percent of capacity. In all 
cases, there is spare capecity available to serve the proposed air 
rights housing project. 


*1971 Statistics 
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The Lower West Side District Health Center is apparently operating 
tu the limit of current programs and staff, but can expand plant 
and personnel to acconmodate increased demands. Chelsea Park is 
the principal park site in the area and already serves a signifi- 
cant population base. With a general leveling off of the youth 
population level and the provision of self-contained open space 
and recreation in such recent housing projects as the Penn Station 
South development, it is suspected that Park usage actually may be 
lower now than in 1960, though there are no known available use 
statistics to bear this out. 


SECTION III THE ENVIRONMENTAL IMPACTS OF THE PROPOSED ACTION 


POTENTIAL ENVIRONMENTAL IMPACTS 


Potential environmental impacts of the proposed action are described 
for each of six general issue areas considered most reflective of 
this urban situation (not in order of importance) : 


Street Traffic and Circulation 
Air Quality 
Noise Environment 
Urban Form 
& Socio-Economic Conditions 
. Infrastructure 


Adverse, beneficial, and neutral impacts of project development and 
operation are identified. Neutral impacts are those for which 
changes of physical and socio-economic conditions are not expected 
to have observable adverse or beneficial consequences. 


The impact of the total project on the community. 
The impact of the VMF portion on the housing portion. 


The impact of the ambient environment on the project, particu- 
larly the housing portion. 


The first condition is basic to environmental impact statement re- 
quirements. The second and third conditions also are included, due 
to the nature of the proposed action. Noise and air quality changes 
caused by the VMF and affecting the quality of the housing project 
environment should be acknowledged. In addition, ambient noise 
levels (apart from those associated with VMF impact) will affect the 
housing project in terms of its acceptance by the U.S. Department of 
Housing and Urban Development (HUD) for financial support. 


STREET TRAFFIC AND CIRCULATION 


Postal Vehicle Travel 


Weekday travel requirements for vehicles to be garaged in the pro- 
posed VMF will be increased over present conditions by approxi- 
mately 100 vehicle miles per day, net, as summarized in Table III-1. 


The increased mileage is the result of additional travel of light 
duty 1/4- to 2-ton vehicles serving lower Manhattan, which are 
presently garaged on Leroy Street. Travel to a 29th Street VMF 
will add from one to two miles per movement, depending upon the 
trip origin/destination, totaling nearly 600 added vehicle miles 
per day. This additional travel will be primarily along uncon- 
gested Ninth and Tenth Avenues south of the VMF and should produce 
no significant change in traffic operations. 


By contrast, heavy duty vehicle (5-tcn and diesel) movements will 
be reduced by approximately 300 vehicle miles per day. Much of 
this reduction will result from the combined VMF-PMC operation on 
29th Street, eliminating present travel between the 34th Street 
Garage and G.P.0. Manhattan. The more easterly location of the 
proposed VMF will also reduce total travel for midtown light duty 
vehicles, most of which are presently located at Piers 74 and 76. 


Along with the travel mileage reductions, reduced postal traffic 
on 3lst, 33rd, and 34th Streets will lessen the impact of non- 
postal traffic diversions from 29th Street, as discussed later in 
this section. Detailed tabulations of anticipated travel changes 
by vehicle type and origin/destination are provided in Appendix B 
(Table B-5). 


Peak-Hour Traffic 


Figure III-1 illustrates the projected changes in peak-hour traf- 
fic volumes, reflecting VMF, PMC and housing project traffic and 
the restricted use of 29th Street. VMF Postal vehicle movements 
will be minimal during the A.M. peak traffic period (8-10 A.M.), 
Since outbound movements of the local post office fleet are sched- 
uled prior to 8 A.M. While the combined effect of postal, apart- 
ment, and rerouted traffic will increase the volume on Ninth 
Avenue south of 29th Street by roughly 100 vehicles per hour, the 
greatest A.M. peak period traffic change will be decreases of ap- 
proximately 100 to 250 vehicles per hour on 29th Street and on 
Tenth Avenue north of 29th Street, as a result of diversions to 
31st, 53rd, and 34th Streets with the closing of 29th Street to 
non-postal traffic. 


Table III-1 


VMF TRUCK MOVEMENTS - SUMMARY 


Present 
No. of Daily Vehicle 
_Movements _ Mileage 
1/4 to 2 Ton Units 
Leroy St.(1) 328 410 
Piers/34th st.(1) 674 1290 
Sub-total 1002 1700 
5 Ton Units - 34th st.(!) 646 710 
Diesel Tractors - 
(1) 
34th st.6!? 566 1010 
Totals 2214 3420 


(1) 


Present Garage Location 
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Proposed 
Vehicle 
Mileage 
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Traffic increases during the P.M. peak traffi: period (4-6 P.M.) 
are anticipate oO be generally less than 50 vehicles per hour. 
Along 29th Street, the net effect of added postal vehicles and 
anticipated non-postal traffic diversion is expected to reduce 
total traffic from 750 to 625 vehicles per hour between Eighth and 
Ninth Avenues and 650 to 570 vehicles per hour between Ninth and 
Tenth Avenues. No significant changes in the components of heavy 
duty gas-powered or diesel trucks are anticipated during either the 
A.M. or P.M. peak traffic periods. Anticipated changes, resultant 
total volumes, and heavy duty truck components are described and 
tabulated by street segment in Appendix B (Table B-6). 


Peak VMF Traffic 


The peak period of VMF activity will occur between 5 A.M. and 7 
A.M. when approximately 160 to 180 movements per hour of light 
duty vehicles outbound to the local postal stations are added to 
the relatively constant hourly flow of heavy duty units. With two- 
directional postal operation 29th Street, equally split north- and 
southbound vehicles’ will be able to move directly to Tenth and 
Ninth Avenues, respectively. The additional movements on Ninth 
and Tenth Avenues, occurring prior to peak street traffic hours, 
will not significantly affect operating conditions. Noise impli- 
cations of the early morning traffic increase are discussed in 
Section III.A.3.(b). 


_ 5t, 33rd, 34th Street Traffic 


During midday hours, the closing of 29th Street to non-postal ve- 
hicles will divert approximately 400 westbound movements per hour 
to 3ist, 33rd, and 34th Streets, which presently carry a combined 
westbound hourly load of approximately 1,400 vehicles. Although 
subject to intermittent delays and congestion due to trucking 
operation and pedestrian conflicts, these streets are presently 
relatively uncongested with average overall travel speeds in the 
range of 10 to 15 miles per hour. Relocation to the VMF of ve- 
hicles garaged on 34th Street and transfer of PMC operations to 
Morgan Station will eliminate approximately 60 westbound and 40 
eastbound (34th Street) midday movements per hour by heavy duty 
postal vehicles, and reduce postal vehicle parking needs on 31st 
and 33rd Streets adjacent to the G.P.O. 


Current posted parking regulations on 31st and 33rd Streets pro- 
hibit curb parking on at least one side between 8 A.M. and 6 P.M. 
In practice, however, the parking of vehicles on both sides and 
truck loading operations restrict flow at most times to one effec- 
tive lane of moving traffic. The additional traffic load diverted 
from 29th Street would, under such "prevailing" parking conditions, 
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Table III-2 
MIDDAY WESTBOUND TRAFFIC 


(Vehicles per hour between Eighth and Tenth Avenues ) 


Postal 
ith Prevailing Present Vehicle Estimated Net Estimated 


Pe «ing Conditions (average) Reduction Diversion‘!) Volume cp!) _ 


34th Street 500 -20 +150 630 700 
33rd Street 400 -30 #175 545 600 
31st Street __ 500 -10 pak ~ -565. __ 600 

Totals 1,400 -60 +4002) 1,740 1,900 


With Restricted 


Parking Conditions 

34th Street 500 -20 +100 580 700 

33rd Street 400 -30 #210 580 730 

31st Street __ 500 =10 + 90 __ 580 Bee) 
Totals 1,400 -60 +400!) 1,740 2,130 


() bi verted traffic apportioned to 31-33-34 Streets based on estimated Cp 


(possible capacity) of the streets under "prevailing" and "restricted" 
parking conditions. 


(2) agg vph of 450 vph average midday volume from 29th Street. 
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increase westbound demands to near the combined 31st, 33rd, 34th 
Streets possible capacity of 1,900 vehicles per hour as indicated 

in Table III-2. As a result, the frequency of delays and congestion 
would increase, with a corresponding decrease in air quality as 
described in Section III.A.2.(a). 


While elimination of all parking would be both impractical and un- 
necessary, rigid enforcement of existing parking prohibitions on at 
least one side of 31st and 33rd Streets would provide sufficient 
westbound capacity to accommodate the additional vehicles diverted 
from 29th Street under conditions comparable to, or improved over, 
present traffic operations. Reduced demand for parking of postal 
vehicles in the vicinity of the G.P.0. will help in achieving the 
improved parking conditions. 


Estimated diversion and volume-to-capacity relationships with park- 
ing on 31st and 33rd Streets restricted to one Side (i.e., two lanes 
of moving traffic on each street) are shown in Table III-2, provid- 
ing a comparison with "prevailing" conditions. Despite the increase 
in total traffic, changes in air quality due to the diversions would 
not be significant as described in Section III.A.2.(a). 


Parking Demand 


While the increased convenience to subways (as compared to the pres- 
ent 34th Street and pier locations) is expected to encourage transit 
usage for work trips, the 1500 VMF employees and drivers could likely 
increase the demand for on- and off-street parking in the area. Ap- 
proximately 50 postal employees presently using the site for parking 
will also be required to change their mode of travel or find alterna- 
tive parking facilities. 


AIR QUALITY 


Changes in air quality resulting from the construction and operation 
of the VMF are assessed in relation to 1980 vehicular emissions and 
background air quality ana their relationship to the National Ambient 
Air Quality Standards. Conditions are examined for A.M. and P.M. 
peak hour traffic conditions and for off-peak periods when VMF and 
PMC postal vehicle movements are qreatest. Also considered is the 
midday period when the maximum diversion of traffic from West 29th 
Street is expected. 


Potential changes in air quality due to VMF operation are investi- 
gated for three spatial scales of concern: 


(1) The microscale of the VMF site itself and of individual street 
segnents in the vicinity of the project site. 
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(2) The mesoscale of the three-by-five block study area. 


(3) Tne macroscale of a larger area of Manhattan. 


Three pollutants, carbon monoxide, non-methane hydrocarbons, and 
oxides of nitrogen, are reviewed in the analysis. Emphasis has been 
placed on carbon monoxide because it is the transportation related 
pollutant of greatest risk to health and because the existing data 
for CO is most complete. 


New York City specific traffic emissions were derived from the City 
Implementation Plan to calculate street emission source strengths. 
This study also employed a numerical advection diffusion computer 
model to calculate applicable air quality levels. A detailed dis- 
cussion of the various techniques is given in Appendix C. 


A.2.(a) Changes in Air Quality Due to Traffic (Line Source) Emissions 


One important impact as a result of the construction of the facility 
is a reduction in the daily emissions of postal vehicles. Although 
there is an increase in the mileage of light duty vehicles (2 tons 
and less), there is an offsetting decrease in the mileage of 5-ton 
trucks. This results in a substantial decrease in overall CO and 

HC emissions as shown in Table III-3. 


The relative changes in air quality on individual streets resulting 
from the VMF operation were assessed by calculating 1980 vehicular 

he emission estimates with and without the proposed VMF project. The 
focus of the study is on the three-by-five block surrounding the VMF. 
Additional analyses consider the diversion of traffic to 3lst, 33rd, 
and 34th Streets. 


Scheduling of peak VMF postal vehicle operations during the 5-8 A.M. 
early morning period avoids the peak 8-10 A.M. rush hour period. By 
avoiding this peak rush hour period, it is estimated that emissions 
from each gasoline-powered postal truck will be only 60 percent of 
emission levels associated with otherwise congested flow conditions. 
As scheduled, VMF operations will generate emissions in the study 
area totaling approximately 30 percent of those associated with A.M. 
rush period traffic. Non-rush hour emissions from other than VMF 
traffic, based on uncongested flow characteristics, average approxi- 
mately 50 percent of peak hour conditions. 


For individual streets in the fifteen-block primary study area during 
the 1980 A.M. peak, there is no distinguishable difference in emis- 
sions whether or not the VMF is built. Levels of CO emitted are 
within 3 milligrams per meter-second (mg/m/sec) in either case, smal] 
enough to be considered negligible. For the 1980 A.M. peak, however, 
greater differences are found. A reduction of 50 percent (11 mg/m/sec) 
is found for Tenth Avenue between 29th and 30th Streets with the VMF. 
This beneficial impact is due primarily to projected traffic reductions 
which create an uncongested flow volume. 
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Table III-3 


1980 DAILY POSTAL VEHICLE emrsstons 1) 


(grams /day) 
Carbon Monoxide Hydrocarbons 
Vehicle With VMF Without VMF With VMF Without VMF 
light duty 32550 26350 3150 2550 
heavy duty 83002 125386 14664 22152 
diesel 33630 35754 19000 20200 
Total 149182 187490 36814 44902 


(1) 


Calculated from mileage up to first (last) stop after 
leaving (before entering) the VMF. See Table III-1. 
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For the three-by-five block area, it is apparent that no signifi- 
cant impact, beneficial or adverse, is caused, as revealed in Table 
III-4. Either with or without the VMF, 1980 traffic emissions will 
be reduced by slightly more than 60 percent because of emission 
controls. 


Although there is little difference in emissionsyin the area sur- 
rounding the VMF site, Table III-5 shows that a diversion of approxi- 
mately 400 vehicles per hour during the midday from 29th Street to 
31st, 33rd, and 34th Streets, north of the study area, is sufficient 
to increase carbon monoxide emissions by as much as 82 percent on 

one street segment, if prevailing parking conditions are not im- 
proved. This table shows the effect of divertec traffic under pre- 
vailing and restricted parking conditions on the three streets, in 
terms of percent changes in CO and HC emissions from existing traffic 
conditions. 


The effect of these increased emissions on air quality could be sig- 
nificant under prevailing parking conditions and adverse meteoro- 
logical conditions. For example, carbon monoxide concentrations 
excluding background, near the intersection of 34th Street and Ninth 
Avenue would be 6.1 ppm with the increased traffic; whereas with no 
change from present volumes the CO level would be 5.5 ppm. These 
levels would occur with winds blowing down 34th Street at 1 m/sec. 
Similarly, with stagnant meteorological conditions the concentrations 
would be 7.9 ppm and 7.2 ppm with and without the extra traffic, re- 
spectively. Even with the increased traffic the CO concentrations , 
however, would be below the one-hour CO standard. 


If parking restrictions on at least one side of 31st and 33rd Streets 
were riyidly enforced, the additional traffic could be accommodated 
under relatively uncongested flow conditions. The resulting carbon 
monoxide concentrations on 34th Street with the two meteorological 
conditions would for example be 4.8 and 6.2 ppm, respectively. These 
levels are lower than those expected with present traffic volumes and 
prevailing parking conditions. As Table III-5 indicates, the overall 
increase in emissions of carbon monoxide and non-methane hydrocarbons 
on the three streets would be negligible if parking restrictions were 
enforced. 


Under stalled traffic flow and adverse meteorological conditions the 
carbon monoxide concentrations would increase to approximately 22 ppm. 
This added to a 1980 CO background level of 6.5 ppm (see Figure II-5) 
would result in an ambient pollutant level of 28.5 ppm, which is still 
lower than the one-hour standard. 


Impact of Traffic Emissions on the VMF and the Air Rights Hous ing 


This section describes the air quality impact on the VMF and the air 


rights housing above the VMF resulting from vehicular emissions. Emis- 
sions on the street segments directly adjacent to the site have been 


Table III-4 
RELATIVE STUDY AREA TRAFFIC Emrssrons |!) 


(grams per hour) 


A.M. Peak __ P.M Peak 


1980 1980 1980 
Without With Without 
Pollutant VMF VMF VMF 


38.2 


(l)1980 figures related to 1972 index of 100, based on 
composite emissions for all street segments in fifteen- 
block primary study area. 


Table III-5 


EFFECT OF DIVERTED TRAFFIC ON LINE SOURCE EMISSIONS: 
31ST, 33RD, AND 34TH STREETS 


Change in HC Emissions (%)‘?) 


Under Prevailing With Parking Under Prevailing With Parking 
Parking Conditions Restricted Parking Conditions Restricted 


34th Street between 
Eighth & Tenth Aves. 12 -12 -12 


34th Street between 
Ninth & Dyer Aves. 20 -12 -10 


33rd Street between 
Eighth & Tenth Aves. 82 


31st Street between 
Eighth & Tenth Aves. 


Total All Segments 


(1 


) , ; ; ‘ , . 
‘1980 traffic volumes, including traffic diversions: versus present traffic 
volumes, both using 1980 emission rates. 


Note: See Section C-5 and Table C-6 of Appendix C for details. 


considered with respect to these facilities, particularly on 29th 
Street, since Morgan Station and the VMF structure will form a 
street canyon where pollutants may accumulate. 


The highest emissions on 29th Street would occur during the stalled 
traffic conditions. This can only occur when 29th Street will be 
open for public vehicle use, i.e., during the P.M. peak traffic 
hours. Several techniques, described in Appendix C of the Tech- 
nical Appendices, have been used to calculate the resulting carbon 
monoxide concentrations. 


Figure III-2 depicts the 1980 CO concentrations versus height at 
the 29th Street face of the VMF under stalled traffic conditions. 
The concentrations include a background contribution of 6.5 ppm as 
discussed in Section II.C.2. As the graph indicates, these values 
are all below 35 ppm, the one-hour CO standard. Additionally, 
Since the highest alue is about 23 ppm, postal personnel working 
on the vehicle platforms at Morgan Station will not be exposed to 
CO levels above the OSHA or NIOSH standards. 


The air intake vents for the VMF are to be located at the center of 
the VMF roof. Figure III-3 displays isopleths of CO concentrations 
for the site assuming adverse meteorological and traffic conditions. 
At the center of the roof the expected concentration is about 7.5 
ppm of which 6.5 ppm is background. Hence, relatively clean air 
will be ventilating the VMF even under poor meteorolugical and traf- 
fic conditions. 


Figure III-3 also depicts the expected carbon monoxide concentrations 
in the recreation area for residents of the apartment complex. Again 
the values are quite low; they only approach the 8-hour standard of 
9 ppm under the worst hourly conditions. 


A report, entitled "Indoor-Outdoor Carbon Monoxide Study"* prepared 
for the U.S. Environmental Protection Agency, has found that carbon 
monoxide concentrations inside an air rights structure in a high 
pollutant concentration zone are similar to the values measured out- 
side the building. This is of obvious concern at the VMF site. 


The VMF housing units are completely sealed from the garage itself. 
Hence, none of the garage generated pollutants will enter the units. 
The permeability of the air rights buildings will be defined by open 
doors and windows, air conditioning, etc. Thus, traffic on the sur- 
rounding streets will be the only source of pollutants that could 
enter the structure. Table III-6 shows the highest possible CO con- 
centrations with height outside the housing tower and the correspond- 
ing inside levels (assuming the findings of the previously mentioned 
Study). Hence, it is unlikely that the one-hour CO standard of 35 
ppm will be exceeded in 1980 in any of the housing units. 


*General Electric Company, 1972: Indoor - Outdoor Carbon Monoxide Pollution 
® Study, EPA-R4-73-020, Philadelphia, Pa. 
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PROJECTED CO CONCENTRATIONS * 


ON 29th STREET and VMF ROOF 


1980 Worst Cas: 1l-Hour CO Concentration (PPM) Figure II -3 


Height (ft.) 
Above Street 
Level 


30 
50 
150 
230 


320 


Table III-6 


WORST CASE CO CONCENTRATIONS 
OUTSIDE AND INSIDE TOWER HOUSING UNIT 


CO Concentration (ppm) 


Outside Inside 
16 N.A. 
15 N.A. 
14 15 

8 10 
9 14 


N.A. - Not applicable, below lowest housing unit level. 


III-16 


Concentrations averaged over eigit hours must be compared to the 9 
ppm standard. The highest weekday traffic volumes on streets near 
the VMF occur on Ninth Avenue between 28th and 29th Streets. An 
average 8-hourly traffic volume of i500 vehicles per hour will 
generate an average street level CO concentration of 4 ppm, exclud- 
ing background. This again assumes adverse meteorological conditions. 
Table III-7 depicts the resulting eight-hour CO concentrations with 
height outside and inside the tower housing on Ninth Avenue. These 
values are all below the eight-hour National Air Quality Standard 
of 9 ppm. Eighty-five percent of the CO levels is a result of 

city background. 


In summary, the air rights housing units and the VMF air intakes 
will not be exposed to carbon monoxide concentrations exceeding the 
one and eight-hour standards. 


Analysis of the Impact of the VMF Exhaust Vent Emissions 


This section describes the air quality impact within the Study area 
resulting from VMF exhaust vent emissions. Two receptor categories 
are considered in this analysis: 


(1) Impact on external critical receptors; and 


(2) Impact on the air rights housing portion of the project 
including the air intake vents of the VMF and air condition- 
ing units in the upper floors of the towers. 


Four critical receptors are identified from the criteria shown below. 
For each of these receptors there is no significant change in exposure 
to the motor vehicle pollutants due to traffic changes resulting from 
operation of the vehicle maintenance facility. Expected concentra- 
tions at all critical receptor sites will be approximately the same 

as those concentrations in 1980 without the VMF. 


Critical Receptor Reason for Choice 
Morgan Station Proximity to VMF 


Péin Station South Apart- Proximity to vehicle maintenance facil- 
ment at the S.E. corner ity. (Other apartment buildings of the 
of 29th Street and Ninth same height are in the complex but all 
Avenue of these are further from the VMF and 
therefore experience less impact. ) 


French Hospital on 29th Possible sensitive individuals at this 
Street site. 


Lower West Side District Possible sensitive individuals at these 
Center and P.S. 33 sites. 


Table III-7 


EIGHT-HOUR CO CONCENTRATIONS 
OUTSIDE AND INSIDE TOWER HOUSING UNIT 


(1) 


Height (ft.) CO Concentration (ppm)\'/ 
Above Street 
Level Outside fs ide 
30 6.8 N.A. 
50 6.4 N.A. 
150 5.6 6.4 
230 3.4 4,3 
320 3.8 6.0 


(V) including 5.8 ppm background. 


N.A. - Not applicable, below lowest housing unit level. 
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The housing portion of the project will be completely sealed from 
the garage. Pollutants can enter the apartments through open 
windows, air conditioning ducts or sleeves, or other apertures. 
Impacts of the exhaust vent emissions are considered for air con- 
ditioning units in the upper floor apartments and the recreational 
area on the roof of the VMF. 


The entire VMF building will be ventilated with exhaust stacks on 
top of the air rights structure, approximately 320 feet above street 
level. Pollutant emissions in the building exhaust will arise from 
three principal sources: 


(1) Vehicle movements during the 5-8 A.M. peak. During this time 
a large number of vehicles may be operating within the 
structure; 


(2) Vehicles maneuvering within the building during any hour of 
the day; and 


(3) Vehicles being serviced within the facility. For vehicles 
being serviced there .i11 be flexible hose connections which 
will carry tailpipe exhaust directly into exhaust vents. 


The building exhaust system will be equipped with automatic controls, 
with full ventilating capacity to be reached whenever a carbon 
monoxide level of 100 ppm is reached at any monitoring point within 
the building. This high concentration level should occur, if :+ all, 
only during the 5-8 A.M. time period. 


The impact of the exhaust venting on external -ritical receptor: is 
completely negligible as the venting stacks u.e at least 100 feet 
higher than the top of all external buildings in the area. ‘“owever, 
since both VMF air rights apartment towers are the same heiyit, the 
potential ‘effects of horizont:’ exhaust venting in the direction of 
the opposite apartment tower on CO concentrations were studied. 
Under certain meteorologice] conditions with an exhaust vent CO con- 
centration of 100 ppm, temporary concentrations at the outside of 
the upper two floors of the opposite tower as high as 47 ppm could 
result. However, the study indicated that the probability of the 
persistence of atmospheric conditions necessary for such concentra- 
tions is small - approximately 0.003, and that CO concentrations of 
100 ppm in the exhaust are highly unlikely. Thus, the contravention 
of the one-hour CO standard would not likely occur. To avoid any 
potential problem, however, the venting system is to be designed to 
vent only in directions away from the opposite apartment tower. Cal- 
culations indicate that this horizontal venting arrangement would 
not exceed 33 ppm CO under the same improbable combination of adverse 
meteorological and exhaust emissions conditions. 


The impact of the VMF exhaust is also acceptable during downwash 
conditions. Maximum CO concentrations will be lower than 11 ppm 
at all receptors. Generally, the exhaust leaving the vents will 
contain less than 15 ppm of carbon monoxide; and, hence, the re- 
sulting ambient concentrations will be similarly low. 


Analysis of the Impact of the VMF Exhaust Vent Emissions Prior to 
the Construction of the Housing Towers 


Because of ..ormal construction staging, the VMF will likely be com- 
pleted priur to the housing portion and will commence operation 
immediately following completion. As a result VMF exhaust emissions 
will be temporarily exhausted at VMF roof level, i.e., 60-80 feet 
above grade. 


A temporary sheet metal (or other similar material) tunnel will 
direct the ventilated air from the exhaust outlet toward the center 
of the roof. If this tunnel extends to less than 250 feet from the 
air intake, the impact of the CO emissions will be acceptable. The 
maximum concentration at the intake will then be 6 ppm, excluding 
background, when the evacuated air contains 100 ppm of carbon 
monoxide. This level will be less than 5 ppm during normal VMF 
operations. 


The impact this source will have on the surrounding streets will 
also be acceptable. The estimated maximum contribution to CO values 
on 29th Street will be 13 ppm, excluding background, under appropri- 
ate meteorological conditions and again assuming 100 ppm of CO in 
the ventilated air. The similar contribution on 28th Street will be 
5 ppm. 


Analysis of the Air Quality inside the VMF 


This section demonstrates the effects vehicular pollutant emissions 
will have upon occupational exposure within the maintenance facility 
itself. To determine these effects the following items were 

cons idered: 

(1) Allowable occupational exposure levels. 

(2) Ambient outside pollution concentrations at the air intake. 

(3) Vehicular emission rates for 1970. 

(4) Vehicle movements within the garage. 

The National Institute for Occupational Safety and Health (NIOSH) 


promulgated the following carbon monoxide standards. CO concentra- 
tions are not to exceed 35 ppm averaged over an eight-hour period 
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nor to exceed 200 ppm as a maximum instantaneous concentration. 
These standards were accepted as the design criteria for the ventil- 
ation system of the facility. 


For the purpose of analyzing occupational exposure levels, vehicle 
emissions are based on 1970 emission factors as a conservative 
estimate. Under normal traffic flow, the indoor carbon monoxide 
exposure will be well below the NIOSH standards, using the minimum 
dilution amounts of 400,000 cfm ventilation. The maximum CO con- 
centration is expected to occur during 6-7 A.M. peak vehicle 
operations. This maximum concentration is 27 ppm, including 
background. 


To assure the best possible environmental conditions within the 
garage the exhaust ventilation system wil] double its normal ex- 
haust rate during emergency traffic conditions. Thus, the ventila- 
tion system will have the capability of maintaining better than 
acceptable air quality within the VMF. The indoor exposure analy- 
sis also indicates that the "design" level accumulation of 100 ppm 
CO (see Section A.2.(c)) in the ventilation system is unlikely. 


Non-Methane Hydrocarbons and Oxides of Nitrogen 


The National Air Quality Standar. for hydrocarbons has been estab- 
lished to achieve the photochemical oxidant standard. Hydrocarbon 
and nitrogen oxide concentrations in urban areas are commonly found 
to exceed standards. Although the concentrations do exceed stand- 
ards, a sufficient reduction in regional emissions should reduce 
oxidant levels such that the oxidant standard is achieved. The New 
York State Implementation Plan indicates that a 60 percent reduction 
in hydrocarbon emissions would be necessary to meet the oxidant 
standards. 


The 1980 6-9 A.M. HC background is projected to be 0.22 ppm (see 
Appendix C, Section C.3), as compared to the Federal standard of 
0.24 ppm (see Table II-2). On all streets in the VMF study area, 
traffic volume during the 6-9 A.M. period will be tieavy enough to 
generate 0.02 ppm HC levels. These traffic contributions plus 
background will give concentrations above the standard. Furthermore, 
calculations of hydrocarbon emissions for 1980 in the study area, 
relative to 1972, show a 50 percent reduction for the A.M. peak and 
a 55 percent reduction for the P.M. peak. Thus, the 60 percent re- 
duction required to achieve oxidant levels below the standard would 
be approact.-d but not attained in the study area. 


Anticipated roll-back for nitrogen oxide levels is not expected to 
be successful in bringin« Tevels within the annual average standard. 
The present 0.14 ppm annual average estimated is comprised of 0.08 
ppm from motor vehicle emissions in midtown Manhattan and 0.06 ppm 
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from stationary sources. The stationary source contribution is 
anticipated to be reduced to 0.04 ppm by various control strate- 
gies. Estimates developed for 1980 vehicular NOy emissions in the 
study area are 52 percent of 1972 values for the A.M. period and 
47 percent for the P.M. period. An average value of 50 “ercent 
reduction would still yield a total of 0.08 ppm for the annual 
average in the study area, which exceeds the 0.05 ppm annual 
average standard. 


In short, the impact of the VMF on HC and NO, emissions is 
threefold: 


(1) Daily postal heavy-duty vehicle emissions are substantially 
reduced. 


'2) Diversion of 400 vehicles to 3lst, 33rd, and 34th Streets 
during midday hours could increase total emissions on these 
streets by as much as 27 percent. With parking restrictions 
enforced, the change in emissions with the diverted vehicies 
would be negligible. 


(3) In the fifteen-block study area the impact of the VMF is 
negligible. However, the contravention of the HC and NOy 
standards, regardless of the construction of the VMF, is 
likely on these streets. 


NOISE LWVIRONMENT 


Impact of VMF Operations 


Criteria set forth in an NCHRP report* were used in evaluating the 
impact of changes in the volume, composition, and pattern of street 
traffic caused by project development, as follows: 


Assessment Increase in Lig Comment 

No impact less than 6 dBA very |ittle comment or in- 
dividual reaction expected. 

Some impact 6 to 15 dBA some individual comment ex- 
pected, but no group action 
likely. 

Great impact above 15 dBA strong individual comment 


and group action expected. 


*Highway Noise: A Design Guide for Highway Engineers, National Cooperative 
Highway Research Program (NCHRP) Report 117, 1971. 
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These assessment criteria result from studies which indicate widely 
varying public response to changes in sound level. The NCHRP report 
states that "when the new noise source is broadband in nature, as 

in the case of traffic noise, with no time or frequency characteris- 
tics that clearly identify it, the intruding levels can be higher 
relative to the ambient than if the new noise source... .contains 
Ppure-tone components or has intermittent time properties." In the 
case of the project area, background or ambient noise ics traffic 
related and thus an increase of, say, 5 dBA of noise having the 
same character would not be as noticeable as the introduction of 

a different type of noise (e.g., an industrial operation) 5 dBA 
above ambient. The NCHRP criteria are therefore held to be ade- 
quate descriptors of human response to increased traffic noise. 


To understand the impacts of increases in noise levels, the follow- 
ing relationships are helpful: 


(1) A one dBA increase in the ambient level cannot be identified 
in the field. 


(2) A three dBA increase is considered just noticeable in the 
field. 


(3) A ten dBA increase would be subjectively heard as an approxi- 
mate doubling in loudness. 


Traffic changes generated by the proposed VMF will result in a NO 

IMPACT condition in the area, using the NCHRP criteria. Increases 
in ambient street noise levels will generally not exceed 1-3 dBA. 

The closure of 29th Street be* een tne VMF and the Morgan Station 

PMC to non-postal traffic wil: have the effect of reducing ambient 
noise levels by a few dBA between Eighth and Ninth Avenues. 


Impact of VMF operations on the air rights housing portion of the 
project is related to one or all of three factors: changes in ambient 
street noise, VMF vehicle operations on 29th Street, and operations 
internal to the VMF. Changes in ambient street noises fall in*o the 
NO IMPACT category. Potential noise and vibrations from VMF internal 
operations, machinery, etc. will be solved in the design and sound- 
proofing of the structure. 


Early Morning-Late Evening Impacts due to PMC-VMF Operations 


Normal sleep periods critical for the assessment of VMF-PMC traffic 
noise impacts are 5-7 A.M. and 10 P.M.-12 A.M. The former corres- 
ponds to the period of greatest total postal vehicle activity, the 
latter, due to proposed rescheduling of movements from the evening 
rush hour, to the period of peak heavy-duty truck traffic (see 
Table I-1 of Statement and Table B-3 of Appendix B). 
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A measurement program to record existing ambient conditions by hour 
of the day was conducted from June 7-8, 1973. This program and de- 
tailed findings are described and presented in Appendix E. Measure- 
ments were taken to represent the general residential neighborhood 
at P.S. 33 and the nearest Penn Station South Houses apartment 
building between 28th and 29th Streets on Ninth Avenue. 


Figures III-4 and III-5 show relationships between traffic noise 
expressed in Ly and Lig dBA, defined in Section II.D, and heavy 
truck traffic on Ninth Avenue at 60 feet from the street source 
(P.S. 33 measurement station) and 2060 feet from the street source 
(Penn Station South apartment building). These graphed relation- 
ships have been derived yrom noise measurements taken over a 24- 
hour period at these two locations (for detailed data see Tables 
E-2 and E-3 of Appendix E). 


Measured Lj ana L1Q9 sound levels for these locations during the 
early morning and late evening periods are as follows: 


60 Feet from Source 200 Feet from Source 
(P.S. 33) (Penn Station South) 
Time Ly Li0 Ly 10 
Period a, Cae k, etic 8, 
5 A.M.-6 A.M. 85 75.5 75.5 68 
6 A.M.-7 A.M. 85.5 78.5 7 71 
10 P.M.-11 P.M. 79 73 71 66 
11 P.M.-12 A.M. 8] 73.5 74 66.5 


During these same early morning and late evening hours, combined VMF- 
PMC heavy truck movements in and out of 29th Street are scheduled to 
total 76, 57, 131 and 140 during the four respective periods, ap- 
proximately half of these numbers using Nint! Avenue and half using 
Tenth Avenue (see Table B-3 of Appendix B for data fron. which these 
figures are derived). Adding these to present heavy truck volume 
on Ninth Avenue, total heavy truck volumes are estimated at 71, 100 
71, and 82, respectively, for the four periods (see Table E-2 of 
Appendix E for Ninth Avenue truck courts). Projected Ly and Lio 
noise levels, reflecting the addition of VMF-PMC heavy truck traffic, 
may then be determined from Figures III-4 and III-5. 


60 Feet from Source 200 Feet from Source 
tP.S., 33) (Penn Station South) 
Time L L L L 
Period tad Rid Ae Pai 
5 A.M.-6 A.M, 84.5 79 76.5 72.5 
6 A.M.-7 A.M. 85 79.5 77 73 
10 P.M.-11 P.M. 84.5 79 76.5 72.5 
11 P.M.-12 A.M. 85 79 77 73 
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For the 5 A.M.-7 A.M. periods a comparison between present measured 
& and projected noise levels shows that the L; is not expected to in- 
crease by more than 1 dBA, while the Lj9 might increase by up to 
4-5 dBA. According to NCHRP Report No. 117 criteria, such changes 
are categorized as NO IMPACT. 


Between 10 P.M. and 12 A.M., similar comparisons show a 3-5.5 dBA 
increase in Ly and a 5.5-6.5 increase in L1q noise levels, a border- 
line NO IMPACT - SOME IMPACT condition. The proposed evening rush 
hour rescheduling, consistent with after hours movement strategies 
of the air quality implementation plan, should thus produce no Sig- 
nificant changes in late evening noise levels. However, the hours 
of proposed rescheduling are sufficiently flexible such that should 
the increases be found undesirable, further adjustments will be 
made. Analysis indicates that a further shift of approximately 40 
movements per hour from 10 P.M.-12 A.M. ahead to the hours of 

7 P.M. to 9 P.M. would provide a NO IMPACT late evening condition 
without a noticeable change in 7 P.M.-9 P.M. noise levels. 


ALScte) Impact of Atfbient Noise Levels on the Air Rights Housing Project 


The U.S. Department of Housing and Urban Development (HUD) has estab- 
lished interim noise exposure standards for new construction sites. 
The HUD Transmittal 1390.2* establishes four categories of General 
External Exposures which are defined by a maximum allowable time 

(in hours or minutes) that a particular noise level can be exceeded 
(in dBA, or decibels on the A-weighted scale). 


These categories are: 


(1) Unacceptable: noise level exceeds 80 dBA for 


60 minutes per 24 hours 
or 


noise level exceeds 75 dBA for 
8 hours per 24 hours 


(Exemptions are strongly discouraged and require the HUD 
Secretary's approval.) 


(2) Discretionary - : noise level exceeds 65 dBA for 
Normal ly Unacceptable: 8 hours per 24 hours 
or 


loud repetitive sound on site 


(Approvals require noise attenuation measures and the HUD 
Regional Administrator's concurrence.) 


*Hud Department Circular 1390.2, "Noise Abatement and Control: Department 
Policy, Implementation Responsibilities, and Standards", August 4, 1971, 
Change 1, September 1, 1971. 
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(3) Discretionary - noise level does not exceed 
Normally Acceptable: 65 dBA more than 8 hours per 
24 hours 


(4) Acceptable: does not exceed 45 dBA more 
than 30 minutes per 24 hours 


Since the breaking point between "Discretionary - Normally Unac- 
ceptable" and "Normally Acceptable" is whether or not 65 ¢BA is 
exceeded for more than 8 hours per 24 hours, special interest was 
given to this determination. 


Figure II-7 shows that the measurement locations on the roofs of 
Public School 33 and the Penn Station South Houses both fall into 
the category "Normally Unacceptable" as defined by HUD transmittal 
1390.2. In the proposed housing project, the closest apartments 
will be approximately 80 feet from what can be termed the "single- 
lane-equivalent", which is defined as that imaginary lane on which 
the total traffic flow can be assumed located to be acoustically 
identical to the real-life situation.* Compa:.uole single-lane- 
equivalent distances for measurement locations at Public School 33 
and the Penn Station South Houses were 60 feet and 200 feet, 
respectively. Since many apartment units of the air rights towers 
fall within the distances for measurement locations at Public 
School 33 and the Penn Station South Houses, the classification 
for the proposed air rights apartment towers would also be 
"Normally Unacceptable". 


To provide satisfactory interior noise levels, therefore, the 
facades of the towers facing Ninth and Tenth Avenues are to be con- 
structed with double windows and air conditioning, in addition to 
the small attenuation provided by a 15-foot setback on the avenues 
from the VMF roof. 


A.3.(d) Noise During Construction 


Noise during construction is expected tc be most significant during 
excavation. During the rock excavation stage, noise levels near 
the site are expected to be higher than during other stages. This 
is due, in part, to the expected continuous operation of many pieces 
of equipment such as rock drills and jack hammers which produce 
relatively high noise levels. The U.S. General Services Adminis - 
tration has adopted two sets of noise limits for construction equip- 
ment from a U.S. EPA report**, one set went into effect starting 
July 1, 1972, and the other set of lower noise limits is to go into 


*Highway Noise: A Design Guide for Highway Engineers; NCHRP Repcrt 117. 
**Noise from Construction Equipment and Operations, Building Equipment, and 
Home Appliances; NTID 300.1; U.S. Environmental Protection Agency; 12/31/71. 
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effect on January 1, 1975. Using these and applicable NYC noise 
code limits as source levels, noise levels near the site were 
predicted by use of a computer model. Resultant noise level con- 
tour maps are included in Section E.4 of Appendix E, along with 

a description of the methodology and assumptions used in the 
calculations. 


Based on the computer noise level projections and an estimated 
construction timetable, potential construction impacts on Public 
School 33 were assessed as representing the most critical nearby 
receptor. 


Figure III-6 shows a time-history of the noise level at the school 
as the construction progresses. Also shown are the Ljg and L599 
noise levels measured outside the school on June 8, 1973. It can 
be seen that construction noise (using 1972 source level limits) 
will exceed the ambient noise (average traffic generated noise) 
for a period of about 10 weeks by at most 3.5 dBA, while the con- 
struction generated noise level will be below the Ls for the re- 
mainder of the construction period. 


The increased t-uck traffic on the city streets due to the earth 
and rock removing operatio:; has been evaluated with respect to 
noise, and it is not expected to have any effect on the area. An 
estimated 230 truckloads of excavation are expected to leave the 
site daily. The addition of approximately 30 earth-carrying trucks 
per hour to the present traffic on the existing streets will not 
significantly raise either the existing L1g or L] noise level. 


With respect to blasting, the only readily available criteria are 
concerned with structural damage, and not annoyance. Some criteria 
developed to prevent structure damage in blasting areas has been 
reported by the U.S. Bureau of Mines in their Bulletin #656, “Blast- 
ing Vibrations and Their Effects on Structures". In the Summary of 
this report, it is stated that for a vibration velocity not to ex- 
ceed 2 in/sec., DYE should not exceed 50, where D is the distance 
from the blasting area to the nearest structure in feet, and E is 
she explosive weight per delay in pounds. 


UR3AN FORM 


The combined VMr-housing project represents a compatible transitional 
use between commercial- and transportation-related activities gen- 
erally north of 29th Street and the residential area south and east 
of 28th Street, and will act to stabilize the boundary between dis- 
parate residential and non-residential districts. The proposed 
project is more in keeping with the community than development which 
might occur under current commercial-light manufacturing zoning 
policy for the site. 
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No significant land use changes in the vicinity are expected to 
occur as a result of project development. One minor exception is 
a potential increase in the tendency for conversion of older resi- 
dential properties to off-street parking areas. {his would result 
from that segment of VMF employees not using public transit. This 
conversiom process has been an obvious source of housing displace- 
ment in the area during recent years. 


Devetopment will eliminate the visually incongruous present condi- 
tion of the site resulting from the parking of postal tractor ynits, 
trucks, and employee autos on the site. 


SOCIO-ECONOMIC CONDITIONS 


Impacts on the Social Environment 


The most significant impact of the project is the positive response 
it provides to a pressing and obvious need for low- and moderate- 
income housing in the Chelsea community. 


The City Planning Commission recommends rezoning the entire site 
C6-4, treating the VMF portion of the project as an accessory use 
to Morgan Station, while permitting high density, multi-story resi- 
dential development. The project provides for 864 apartment units 
in two 28-story towers and two low-rise clusters. The number of 
units related to site size is within the density allowable under 
City R-8 zoning. Thus, the apartment component of the project is 
compatible with adjacent public and cooperative housing projects 
which fall within R-8 district. 


In all housing environments, but particularly in low- and moderate- 
income projects, high densities often adversely affect the social 
climate. Recent research has indicated a strong correlation between 
project size, height and design and the incidence of crime.* Proj- 
ect design should reflect this emerging body of research to the 
extent practicable. 


Design of the proposed project is such that the "ground level" hous- 
ing project ranges from 60 to 80 feet above street level. While 
this separation may provide a measure of internal security, important 
opportunities for social interaction at street level are curtailed. 


Economic Impacts 


Construction and in-operation activities of the MF represent a poten- 
tial but minor source of jobs for area residents. Most of the 300 


*Oscar Newman, Defensible Space, Crime Prevention through Urban Design, 1972. 


III-31 


based employees of the VMF and 1,200 drivers will come from existing 
postal facilities being replaced by the project. 


This employment base will, however, provide an expanded local market 
for retail trade and services. In addition, the housing portion of 
the project will increase by nine (9) percent the number of housing 
units in the four census tracts identified in Section II.E., giving 
an added boost to this local market. 


Economic linkages between industrial areas to the east and west of 
the community do not appear to be well developed. Closure of 29th 
Street to non-postal traffic, including commercial vehicles, is not 
expected to have a significant impact in this aspect. 


Project dev2lopment will cause a loss of potential tax ratables to 
the City. The site is currently assessed at $1,500,000 and is tax 
exempt. The VMF, when built, will be tax exempt and the housing 
development will be subject to tax abatement which could run to a 
full tax exemption for public housing, or to 90 percent exemption 
with FHA 236 financing. 


Impact _on Community Services 


From statistics of the City Planning Commission (CPC) relating 
school age population to various types of subsidized housing, es- 
timates of the school age population generated by the proposed air 
rights housing project have been made. These estimates reflect the 
housing mix proposed by the City's Housing and Development Admin- 
istration (HDA) of 60 percent moderate income, 30 percent low in- 
come public housing, and 10 percent senior citizens housing. CPC 
studies indicate that the number of school age children peaks in 
the sixth year of project occupancy. The project's proposed 864 
dwelling units will generate an estimated 794 schoo? age children 
at sixth year of occupancy, distributed as follows: 


Grade Number 
PK-5 453 
6-9 193 
10-12 148 


These grade groupings correspond with those of schools serving the 
project site P.S. 33, I.S. 70, and the Charles Evans Hughes H.S. 
Assuming the entire school age population attends these public 
schools, impact will range from no impact (within available capacity) 
to slightly in excess of capacity in the case of P.S. 33, as shown 
on Table III-8. This analysis, however, does not account for the 
probability that some small amount of the school age population will 
attend parochial schools in the area. Detailed estimates of school 
population and impact on public schools are presented in Appendix A. 
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Table III-8 
PROJECT IMPACT ON SCHOOL uTILIzaTron !) 


With Hous ing 5) 


Existing ; Project 
P.S.~33 57 104 
I.S. 70 8] 92 
C.E. Hughes H.S. 83 83 


(1) Enrollment as percentage of capacity 
(2) Sixth year of occupancy (highest year of 
school population). 


Discussions indicate that increased area population will not ad- 
versely impact the capabilities of the Lower West Side District 
Heal.h Center. Programs can expand to absorb additional demands. 


Some impact on Chelsea Park in terms of increased usage can be 
anticipated, with nearly 800 new children and youth of school age 
in the neighborhood, in addition to many senior citizens. Any 
such impact is not regarded as particularly significant, for two 
basic reasons: 


(1) Recreation space and some facilities will be included in the 
proposed air rights project. 


(2) A major user of Chelsea Park - the youth population - has 
diminished in numbers of the past decade, i.e., an approxi- 
mate 12 percent drop in the 5-19 age group in the four 
census tracts between 1960 and 1970. 


INFRASTRUCTURE AND OTHER 


Impacts of project service requirements on utility systems servina 
the area were discussed with City agencies and the Con Edison Com- 
pany. Conclusions are summarized below along with a discussion of 
related "other" concerns. 


City of Now York Facilities 

Existing water mains will be able to sustain the project's needs 

and proposed connections will impose no detrimental effect on the 
existing water supply in the adjacent streets or the surrounding 

community. 


Separate storm and sanitary systems will be provided within the 
building, with complete and separate systems for the VMF and the 
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housing complex. The garage floor drainage system will include 
equipment to intercept and collect industrial wastes (e.g., crank 
case oil) for separate disposal. Combined sanitary and storm sewers 
in 28th and 29th Streets have the capacity to accept the additional 
flow. With the industrial waste separators, no detrimental effects 
on these sewers nor on other sewage disposal lines in the immediate 
area are envisioned. 


Con Edison Facilities 


Electric power, steam, and gas services will be supplied by Con 
Edison. Project requirements will not aiversely affect services to 
the surrounding community. 


Other 


West 29th Street is to be made available at all times for use, when 
required, by police, fire, ambulance and other emergency vehictes. 
The structure is designed and equipped to conform with OSHA stand- 
ards, with fire protection requirements of the City Building Code 
and National Fire Protection Association standards and to fulfill 
Fire Department requirements for fire fighting. 


Junk rooms will be provided in the VMF for collection of body drop 
and maintenance waste materials. Waste oi] from the floor drain 
separator and drained from truck crank cases will be collected in 
waste oi] tanks. These wastes will be picked up within the facil- 
ity and trucked from the site for proper disposal. Lunch rooms and 
recreation areas in the VMF will be provided with small waste com- 
pactor units to facilitate collection and handling. 


Solid wastes from the apartment houses will be compacted using con- 
ventional residential compactor units similar to those found in 
other New York City housing developments. The main collection and 
compactor rooms will be located at the street level base of each 

of the housing towers, with additional compactor rooms on the VMF 
roof to serve the low rise units. Compacted wastes from the latter 
will be transferred to the main compactor rooms, where all compacted 
wastes are to be collected and picked up from within the building 
through service bays accessed via Ninth and Tenth Avenues. 


No adverse impacts on subsurface conditions or geologically related 
engineering problems are anticipated. An underfloor drainage sys- 
tem and structural waterproofing will seal the building against 
ground water penetration and divert horizontal ground water flow 
around the structure. Such procedure is common in New York City and 
is expected to have no adverse impact. 
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ASSESSMENT OF TRADE-OFFS 


Trade-offs relate to the adverse consequences which a party or com- 
munity will accept in return for the benefits associated with a 
given action. As examples, trade-offs can include increased costs 
to a project sponsor in maximizing environmental compatibility in 
return for community approval or the environmental disrup.ion which 
the community is willing to acce;t in return for improved services. 


In this instance, trade-offs apply to both the Postal Service and 
the community. To the Postal Service, the design of the VMF to 
Support air rights housing and an accommodation of non-postal traf- 
fic on 29th Street during the P.M. peak period, with an attendant 
loss of security and interference with postal operations, are 
trade-offs against the efficie.icy and improved operational en- 
vironment gained from developing the VMF at the proposed location. 
To the community, the opportunity which the VMF project offers as 
an answer to the low- and moderate-income housing shortage in the 
area must be viewed against impacts attendant with construction 
and operation of the proposed project. 


It is impossible, even if it were appropriate, to find a common 
denominator to the disparate views and widely ranging environmental 
issues which enter into decision making. Each party participating 
in the outcome of the proposed project--Postal Service, government 
agencies, and the affected public--will assign its own weights and 
values to adverse and beneficial effects of project development. 
There are no absolute weights or values which can be applied to ar- 
rive at a quantitative basis of decision making. Rather, the net 
effect of the project can be only qualitatively assessed. 


In terms of adverse consequences, the project will require the 
diversion of vehicles now using 29th Street to other heavily used 
Streets. Construction activity will increase noise levels tempo- 
rarily in the area. Existing community services (schools, park, 
health center) would be called upon to respond to greater demand 
resulting from some 860 additional housing units. Social problems 
attendant with urban population density may be aggravated with the 
introduction of this potential new source of relatively high den- 
sity housing. Many of the adverse effects enumerated in Section 
III.A, including those mentioned above, can be minimized or 
remedied through actions identified in Section III.C of this 
Statement. 


With respect to beneficial consequences, Postal Service operations 
will be made more efficient and working conditions more favorable 
for employees by implementing the proposed action. An unsightly, 
under-productive use of a valuable urban land resource would be 
eliminated. Construction and in-operation activities may offer 


oO 


C.1 


local employment potentials, with employment and payrolls con- 
tributing support to local business activity. Most importantly, 
the proposed project is a response to a pressing local housing 
need, to which the community readily admits. 


It is the conclusion of this Statement that the net effect of 
project development is positive, as it represents an improvement 
of Postal Service operations as well as a much needed source of 
low- and moderate-income housing for the Chelsea-Clinton community. 


PRECAUTIONARY AND REMEDIAL MEASURES TO MITIGATE ADVERSE IMPACTS 
$$$ ne ee IY MRT IGATE AUVERSE IMPACTS 


Many of the potentially adverse impacts of project construction and 
operation can be prevented or minimized through appropriate precau- 
tions. ‘esign modifications, site development procedures, and/or 
adjustments of operations suggested herein. by issue area. 


TRAFFIC CIRCULATION 


Enforcement of existing parking restrictions on 31st and 33rd Streets 
to accommodate the diversion of non-postal traffic from 29th Street 
will alleviate the most significant potential source of negative 
traffic impact. Such measures and their effects have been previcus- 
ly described in Sections III.A.1(d) and III.A.2.(a). 


Under the proposed operation of presently westbound-only 29th Street, 
postal vehicles will have two-directional use and non-postal traffic 
will be restricted except from 4:30 to 6:30 P.M. Yo avoid any po- 
tential confusion for motorists and pedestrians, the Postal Service 
is to provide all necessary signs, barriers, pavement markings, and 
other traffic control devices necessary for the safe use and opera- 
tion of the street. Such controls are to be developed in consulta- 
tion with the Police and Traffi~ Departments of the City. 


Minimal diversions to 25th Street have been projected, reflecting 
the present northerly orientation of 29th Street traffic, the par- 
tial closure of 25th Street as a play street, and the general 
undesirability of additional traffic on a primarily rosidential 
Street. Protective measures, however, should be taken, including: 


6 Adequate provision for accommodating additiunal traffic on 
31st and 33rd Streets as previously described. 


i Adequate signing of the preferred alternate routes, includ- 
ing 23rd Street as a preferred alternate south of 29th Street. 
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Concise, uniform signing of alternate routes and off-peak 29th 
Street restrictions will alse serve to minimize the potential 
hazard due to motorists unfamiliar with the special flow 
conditions. 


Some interference with normal operating conditions will undoubtedly 
occur during the construction period. Often a major flow restric- 
tion is caused by the overspill of construction equipment and 
temporary safety barriers into streets adjacent to a construction 
site. At the VMF site, effects of such overspill can be minimized 
by temporary imposition of parking restrictions on 28th Street 

and adequate enforcement of remaining existing regulations. Re- 
striction of hauling and delivery operations to non-peak periods, 
where possible, will also serve to reduce traffic interference. 


AIR QUALITY 


Diversion of Traffic to 3lst, 33rd, and 34th Streets 


Enforcement of existing parking restrictions on 3lst and 33rd 
Streets to accommodate the diversion of non-postal traffic from 
29th Street without an increase ir traffic coyestion will mini- 
mize the impact on air quality. While CO ara HC e.vissions on 33rd 
Street would still increase approximately 25 percent over com- 
parable emissions with present traffic volumes, total emissions 
for the three streets would not significantly change and CO con- 
centrations on each street are expected to be well within ambient 
standards, as described in Section I[J.A.2.(a). 


NOISE ENVIRONMENT 


Reducticn of Ambient Noise Levels for the Air Rights Housing 
Project 


The potential impact of ambient street noise can be minimized 
throuch special facade constructions, as discussed in Section 

II1 4.3.\c), so as to meet Department of Housing and Urban Devel- 
opment requirements for new housing construction. 


Construction Noise 


It is recommended that noise limit criteria used by the U.S. 

General Services Administration, based on U.S. EPA report describ- 
ing the abatement potential for various types of construction equip- 
ment*, be applied to the VMF and housing project, wherever New York 
City noise control code standards are absent. As described in 


Noise from Construction Equipment and Operations, Building Equipment. and 
Home Appliances; N 00.1; U.S. Environmental Protection Agency; 12/31/71. 


Section II.A.3.(d), no significant impact should result if these 
and NYC noise limits are followed. 


Noise monitoring should be undertaken as a routine part of on- 
site inspection during construction. The monitoring results 
would be used to improve procedures for future work as well as 
to indicate non-compliance with specifications. 


SOCIAL ENVIRONMENT 


Limitation on Project Jens ity 


Adverse social implications of high density will be minimized by 
developing the housing project consistent with R-8 zoning allow- 
ances, making it consistent with that of the adjacent residential 
community. 


Adjustment of School Service Areas 


Development reflecting R-8 zoning and the proposed housing occu- 
pancy mix should result in school capacities being exceeded only 
Slightly at P.S. 53. With higher densities or a greater percentage 
of public housing occupancy, excess capacity conditions at P.S. 33 
would be exaggerated and I.S. 70 might be overburdened, as well. 


Priorities of Housing Project Tenancy 

The Housing and Plannin, Committee of Community Planning District 
#4 recommends the following general priorities regarding project 
tenancy: 

(1) People displaced from the project site. 

(2) Other lower and moderate income families of Chelsea. 

(3) Other lower and moderate income families of Clinton. 

The City agency responsible for development and operation of the 


housing project should strive to meet these priorities to the 
extent possible. 


SECTION IV. ANY ADVERSE EFFECTS WHICH CANNOT BE AVOIDED SHOULD THE 
PROPOSAL BE IMPLEMENTED 


Unavoidable adverse environmental effects are those impacts for which suf- 
ficient precautionary and remedial measures (as identified in Section III.C) 
cannot be taken within the framework of responsibility of any agency or group. 
These unavoidable effects are summarized by issue area. 


TRAFFIC IMPACTS 


Travel requirements for postal vehicles presently garaged on Leroy 
Street will be increased, although the increase should have no 
significant effects on Street traffic operations. 


NOISE ENVIRONMENT 


Ambient noise levels in excess of HUD noise standards will adversely 
impact the quality of the housing environment above the VMF; however 
special window construction and air conditioning will lower interior 
noise levels to within standards and thus minimize the impact on the 
indoor environment. Above standard levels would still be found out- 
doors but these conditions are common in similar urbén environments 
and are generally tolerated by urban dwellers 


SOCIO-ECONOMIC IMPACTS 


Employment associated with the VMF may create additional demands for 
parking in the area, incrementally increasing the pressure for con- 
version of off-street properties to parking lots. This process is 

a factor in the housing loss suffered in the Chelsea-Clinton com- 
munity during recent years. 


The combined use of the site will be largely-to-wholly tax exempt 
depending on the type of public financing used for the air rights 
housing project (some form of publicly assisted housing is assumed). 
In a fiscal sense, the project will use public services provided 

by the City, the cost of which will not be offset by tax revenues. 


SECTION V. ALTERNATIVES TO THE PROPOSED ACTION 


As part of the Postal Service plan to improve the mail processing and delivery 
system in the New York City region, the proposed VMF project is judged the 
most viable of several alternative courses of action. Viability of the proa- 
posed action is strengthened in that tangible community needs are reflected 

in its multi-use concept. 


Alternative actions fall into four general categories: 


e No action, i.e., continuation of existing postal vehicle maintenance 
and parking operations. 


i Alternative locations for consolidated VMF development. 
@ Scattered site locations. 
€ Use of other transportation media for postal goods movement. 


In addition, the Postal Service is pursuing maintenance, research and develop- 
ment projects that, while not viding "alternatives" to the proposed project, 
will help to minimize any adverse effects of postal vehicle travel from the 
VMF. 


A. NO ACTION 


A.] IMPLICATIONS FOR THE POSTAL SERVICE 


The no action alternative will commit the Postal Service to the con- 
tinued reduced level of operational efficiency associated with present 
scattered and inadequate vehicle maintenance and parking facilities. 


A.2 IMPLICATIONS TO THE COMMUNITY 


To the community, the proposed VMF site is likely to remain for the 
foreseeable future aS an open parking area for postal trucks and em- 
ployee autos, until such time as other space is found. Projected 
operations of Morgan Station as the metropolitan area's main pref- 
erence mail center (PMC) is likely to make the proposed site all 

the more resistive to conversion to other uses more compatible with 
the community. Assuming, however, that it is eventually released 
for non-postal use, compatibility of development with Chelsea Park 
and the adjacent residential environment is not assured under exist- 
ing C6-4 and MI-5 (commercial and light manufacturing) zoning for 
the site. If returned to private development, the site would again 
become a tax-producing resource to the City. 
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In any case, an opportunity to develop needed low- and moderate- 
income housing on the site would be postponed, in the least, if 
not lost. 


Under this alternative, 29th Street would remain open to traffic. 
However, vehicle movements associated with Morgan Station's new 
role in mail goods movement will increase traffic throughout the 
day between Ninth and Tenth Avenues. 


Travel mileage for heavy duty vehicles would remain at higher than 
proposed conditions, preducing a greater overall amount of travel 
emissions than under the proposed action. 


ALTERNATIVE CONSOLIDATED VMF LOCATIONS 


Postal Service objectives dictate that a consolidated vehicle mainte- 
nance and parking facility be located on the West Side ncar (ideally 
adjacent to) Morgan Station. Projected space requirements indicate 

a need for nearly 600,000 square feet, with a minimum number of 
stories. Single-story operation is optimum, but unrealistic in Man- 
hattan because of limited land resources. A typical city block on 
the West Side would result in a four-story facility. 


With these objectives in view, various sites have been considered 

by the Postal Service, among them: expansion of the existing leased 
34th Street VMF and use of rebuilt city piers. In the first in- 
stance, expansion is restricted by an inability to assemble prop- 
erties for redevelopment. High costs of rebuilding, an inconvenient 
location for employees and goods movement operations, and indefinite 
plans for waterfront redevelopment weigh against the use of city 
piers. 


Particular study by the Postal Service was made of a proposal by a 
private sponsor to develop a combined high-rise VMF and office com- 
plex on the north side of 29th Street between Eleventh and Twelfth 
Avenues, a site located amidst rail yards, trucking, and warehousing 
operations. Lease costs under this proposal were described by postal 
authorities as prohibitive, and project occupancy of less than a full 
city block would result in a VMF of séveral more stories than desired 
for operational efficiency. 


The city's one-way street pattern would make postal vehicle movements 
to and from Morgan Station more circuitous and thereby increase poten- 
tial traffic conflicts and emissions. 


The West Side locations identified above all are less convenient in 
terms of postal goods movement and jess desirable to postal employees 
in terms of convenience of public transit and personal safety. 
Furthermore, the proposed site would remain subject to the same con- 
ditions noted under A.2 above. 
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SCATTERED SITE FACILITIES 


Since most of the heavy duty vehicles are associated with Morgan 
Station for all or part of their trips, the proposed VMF will 
minimize their travel requirements and is therefore the logical 
garage location for such vehicles. 


For the light duty and diesel units, however, a potential alter- 
native would be to locate such vehicles at or in the vicinity of 
local postal stations or processing facilities they service. 


While this alternative would further reduce postal vehicle travel, 

space for garage facilities at many of the locations is not avail- 

able. In addition, scattered development is considered undesirable 
for the following reasons: 


(1) Use of separate facilities would require a significantly larger 
total fleet of vehicles to meet backup requirements. Overall] 
space needs for parking would similarly increase, with attendant 
property and tax loss to the City. 


(2) Economics of scale in a consolidated facility, as compared to 
scattered sites, will permit all vehicles to be continuously 
maintained using the best available carburetion analysis, 
emissions testing equipment, and maintenance personnel. More 
effective management and supervision of maintenance also help 
to maximize the safety and efficiency of postal vehicle 
operations. 


Thus, on an overall basis, scattered site facilities would have no 
significant environmental advantage over the proposed project. 


ALTERNATIVE MODES OF POSTAL GOODS MOVEMENT 


The Postal Service has studied the feasibility of alternative means 
of transporting mail in Manhattan, including the use of public trans- 
it (subway and other rail) facilities, systems of pneumatic conduits, 
and various other modes. 


SUBWAYS 


Several studies of mail movement by subway were carried out by the 
Post Office Department and N.Y.C. Transit Authority during the 1950's 
and 1960's, involving both general feasibility and in-depth investi- 
gations uf specific proposals. Use of the subways was in each case 
found to be impracticable or undesirable for one or more of the 
following reasons: 
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Most of the local station delivery-collection points are not 
accessible to subways. Therefore, a surface vehi: ‘e fleet 
would still be required to transfer the mail to the station. 
In the case of the proposed VMF, many of the vehicles to be 
garaged are used for "door-to-door" mail distribution within 
local postal zones, which would not be adaptable to subway 
use, 


Loading-unloading time and transfer requirements were found 
to be in conflict with passenger service needs. 


Mail processing and subway schedules were in conflict, there- 
by increasing the service time for mail delivery, and twenty- 
four hour transit service could not be guaranteed. 


Security and engineering feasibility problems were found, the 
latter including such items as alignment, profile and space 
needs for auxilliary mechanized equipment. 


PNEUMATIC TUBES 


An underground pneumatic tube system used in the early 1900's re- 
mains in place, though most links are in a seriously deteriorated 
condition. Recent studies conducted to determine the feasibility 
of upgrading the system found that: 


(1) Capacity of pnumatic tube system is not sufficient to meet 
present day demands, and space for expanding the capacity is 
not available. 


(2) The existing system serves only a limited number of stations. 
Even if the system were to be restored, the need for the VMF 
would not be significantly affected, since most mail movements 
would still have to be served by vehicies to be garaged in the 
VMF . 


RAIL 


Other than subway use, the only potential rail movement of mail 
affecting vehicles to be garaged at the VMF is the service to 

area airports. The Postal Service has participated in the plan- 
ning of the Kennedy Airport Access Plan (KAAP) and PATH extension 
to Newark Airport. When these proposed rail links are implemented, 
the Postal Service expects to eliminate approximately 100 daily 
heavy duty truck movements between the airports and ve ‘ious pro- 
cessing stations. While VMF heavy duty vehicle travel will be 

thus reduced, the need for the VMF itself will not be significant- 
ly affected since most of the VMF vehicles serve other needs. 
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OTHER MODES 


Ongoing research and development is being conducted in the use of 
electronic transmission, with facsimile transmission operational 
between New York and Washington. Within the near future, however, 
such means will affect long distance transmission, not the local 
service mail distribution needs served by the VMF. 


The Postal Service also receives and reviews many unsolicited pro- 
posals for mail distribution systems or equipment. For example, 
proposed helicopter use was found to have a very limited scope of 
application (e.g. could not provide local distribution), low 
efficiency, weather problems requiring a backup fleet of surface 
vehicles, and adverse noise implications. 


RELATED PROGRAMS AND RESEARCH 


While not offering alternatives to the proposed VMF ;roject and 
postal vehicle travel, the Postal Service is continually engaged 

in programs and research to provide improved vehicle power systems 
and vehicle maintenance to reduce contributions of vehicle emissions 
to the environment as well as to provide improved vehicle servicing. 


ALTERNATE POWER SYSTEMS 


At “its Vehicle Research Lab in Twin Brook, Maryland, the Postal 
Service is developing and testing various alternatives to the 
gasoline engine, including electric and propane units. Most of 
the experimentation is focusing on 1/4 and 1/2 ton delivery vans 
which comprise the majori=y of postal vehicles and postal vehicle 
travel in the U.S. Since less than three percent of the fleet to 
be garaged at the VMF are 1/4 and 1/2 ton units, such experimenta- 
tion will not significantly affect VMF related travel. In the 
future, simi’ar research and wevelopment on larger vehicles may 
result in a significant beneficial effect on VMF vehicle operation. 


Experiments with larger, electric powered vehicles were carried 
out in Midtown Manhattan in the mid-1960's. After a three year 
trial period, however, the use of the electric vehicles was dis- 
continued because of their limited flexibility and available power 
for handling large assignments in addition to their high cost of 
operation. 


VEHICLE MAINTENANCE 


In order to provide a safe and efficient vehicle fleet, Postal 
Service maintenance personnel receive training at their Oklahoma 
maintenance school in such areas as proper timing and ignition, 
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problem detection and reporting, and preventative maintenance pro- 
grams. In addition, vehicle operator supervisors are trained at 
the Postal Institute in Bethesda, Maryland, in operating techniques 
such as problem reporting and leaving vehicle ignition off when 
idle. 


The Postal Service is also developing and installing the latest 
in carburetion analysis and infrared emissions testing equipment 
in its major vehicle maintenance facilities, such as the proposed 
VMF, to assure that emissions standards are met and maintained. 
The Postal Service presently uses California emission standards 
in its testing, which are more rigid than prevailing national 
standards. Well maintained vehicles and proper operation tech- 
niques resulting from the Postal Service programs will help to 
minimize adverse noise, air quality or traffic safety impacts 
result from the VMF operation. 


SECTION VI. THE RELATIONSHIP BETWEEN LOCAL SHORT-TERM USES OF MAN'S 


The location of the proposed project dictates that assessment of both short- 
term uses and long-term productivity must be related to activities and qual- 
ities of an urban environment. 


In assessing the environment of New York City, the Plan for New York City 
strongly emphasizes the need for preservation and enhancement of "neigh- 
borhood" environmental quality. Chelsea's present and diverse residential 
character has been formed through the years with industrial-conmmercial ac- 
tivities both scattered within and surrounding the community. As elsewhere, 
competing pressures for additional housing and for commercial-industrial 
expansion are and will continue to be found in the Chelsea area. Viewed in 
terms of immediate objectives, the proposed VMF-apartment complex provides 

a joint solution to meeting housing demanas and locational requirements for 
postal operations (a commercial-type use). 


Such mixed use must also be considered in relation to its effects on long- 
range land use policy and neighborhood quality. The Pian for New York City 
encourages flexible and creative use of zoning, including mixed vertical 
land use, as a means for retaining diversity of character and community 
stability. Considering the location of the site at the boundary between 
residential and izdustrial-cummercial zones, the mixed use should help to 
stablilize the boundary and conmunity change, while providing a visual and 
functional transition between zones. Joint occupancy will, at the same 
time, result in a conservation of land resources when compared with occu- 
pancy of separate tracts for each of the needed uses. 


Need for low- and moderate-income housing has been identified as a top 
priority issue in the local community. Part of the immediate attractive- 
ness of the proposed cemplex lies in the economic viability of such housing 
due to cost savings in air rights use and integrated construction, and in 
the provision of housing on a site presently zoned for commercial and 
industrial use. The propused housing would provide approximately 860 low- 
and moderate-income units using R8 zoning, a relatively high density com- 
patible with existing residential development in the area. Mixed use will, 
therefore, not reduce the long-range productivity of the site for exclusive 
housing use. 


In terms of postal operations, the immediate objectives are the consolida- 
tion of dispersed, outmoded maintenance facilities into a modern, single 
location for efficiency, economy and improved working conditions with min- 
imum environmental impact. These objectives must be viewed against long- 
term goals of improved technologies for postal goods movement. 
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Development and implementation of new technologies or modes for postal goods 
movement could render the VMF obsolete in advance of the useful life of the 
housing portion. Implementation of the earliest feasible time of a distri- 
bution system requiring less or no reliance on motor vehicles is needed, * 
however, if long-term, overall reductions in energy consumption and pollution 
producing processes are to be attained. In such an event, thc integrated 
project design would require conversion of the VMF portion to another use 
which would of necessity need to maintian compatibility with the housing to 
preserve the long-term productivity of the housing. 


SECTION VII. ANY IRREVERSIBLE AND IRRETRIEVABLE COMMITMENTS OF RESOURCES 
WHICH WOULD BE INVOLVED "N THE PROPOSED ACTION SHOULD IT BE 
IMPLEMENTED 


Construction of the proposed VMF-apartment complex will, in essence, recommit 
the land to a mixed use such as existed prior to site clearance. Mixed use, 
however, is compatible with land use policy as presented in the Plan for 

New York City. 


As a mixed use, the project represents not an intrusion of one land use into 
another, but appears appropriate as a transitional use between zones. As 
such, its indirect effects on land use development should be beneficial, 
serving to stabilize the relationship between areas rather than to act as a 
catalyst of change in land use patterns. 


Construction of the VMF will require a substantial commitment of financial 
resources by the Postal Service. The early implementation of new postal 
modes or technologies found to be feasible may diminish the utility or 
eliminate the need for the VMF, thereby precluding a full economic return 
on the original investment. 


The proposed project also represents a commitment to development of the land 
and air rights for uses that may run to full municipal tax exemption. 


VII-1 


SECTION VIII COORDINATION WITH OTHERS 


The Revised Draft Environmental Statement. dated 15 Novemt. 1973, was cir- 
culated to Federal, State, and City agencies and community vrganizations as 
listed in Section E of the "Summary". This statement modified and expanded 
an earlier draft environmental statement dated 15 December 1972. In the pre- 
paration of both the initial and revised draft statements, numerous govern- 
ment agencies, local groups and private organizations were contacted to as- 
semble relevant data and to discuss areas of concern. These coordinative 
activities were summarized in the draft statements. 


A. WRITTEN COMMENTS RECEIVED 


Those agencies and organizations returning written response to the 
November 1973, Revised Draft Statement are indicated in Section E 

of the "Summary". Copies of each of the letters received are in- 

cluded as Attachment A to this Statement. 


OTHER COORDINATION AND CONSULTATION 


Since the issuance of the Revised Draft Statement, additional co- 
ordinative activities have been carried out with various agencies 
and organizations, including participation in two public hearings 
and a special meeting on the project held by Community Planning 
Board No. 4. Coordinative meetings and discussions have been held 
with the NYC Environmental Protection Administration, Department 
of Air Resources, the NYC Housing and Development Administration, 
the NYC Transportation Administration, and the NYC Department of 
City Planning. Contacts have also been made with representatives 
of the West Side Highway Project, NYC Department of Water Resources, 
and Consolidated Edison Company, and with the New York State His- 
toric Preservation Officer. 


C.1 


C.1. (a) 


C.1.(b) 


DISCUSSION OF ISSUES RAISED 


Written comments on the Revised Draft Environmental Statement re- 
ceived from governmental agencies and community organizations (see 
Attachment ay raise a variety of questions. In many cases, the 
same concerns and issues have been addressed by more than one re- 
spondent, from different perspectives. This section organizes the 
substance of written comments on the proposed project and Revised 
Draft Environmental Statement into eight (8) broad issue are., 
each with one or more specific sub-areas. Discussion corresponds 
generally to the manner in which subject matter is presented in 
the statement to facilitate cross-referencing. 


VMF FUNCTIONAL CONTEXT AND HOUSING ASPECTS 


VMF Relation to City-Wide Postal Operations 


Among the concerns expressed by the City's Department of Air Re- 
sources is that insufficient consideration has been given to 
alternatives to the proposed action, particularly to those types 
of mail distribution modal alternatives which could reduce vehic- 
ular travel in the City and resulting air pollutants. Section V 
of the Revised Draft Environmental Statement addresses such alter- 
natives, pointing to on-going research as wel] as conclusions 
reached by the U.S. Postal Service as to their practicability. 


The proposed VMF is not a central facility in the City or metro- 
politan mail processing and distribution system; rather its role 
is supportive to the existing postal delivery system. Heavy cap- 
ital investments have been made in core facilities like the Morgan 
Station preferential mail processing center to receive and dis- 
tribute mail by motor carrier. Locations and operations of branch 
post offices and th2 door-to-door nature of jiocal mail delivery | 
service further inhibit, for the forseeable future, switchover to 

another mode (such as use of subways) or combination of modes which 

would have the same degree ofsreliability, efficiency, and flexi- 

bility as motor vehicles. 


In any case, consideration of alternative modes of mail delivery 
is an issue of larger scope than the context of a VMF facility 
designed to house and service a postal vehicle fleet required by 
the nature of the present system. 


Design of the Housing Component 


The configuration of the housing component of the project--that 
is, high-rise apartment towers on the avenues and low-rise units 
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mid-block--has been dictated largely by the interior s) :tial and 
circulatory requirements of the VMF. According to “he «/F design 
firm, in order to minimize interference with and encroachment on 
vehicle circulation and space within the VMF, vertical transporta- 
tion (elevators) for the housing had to be situated at the Ninth 
and Tenth Avenue ends of the VMF. With the objective of providing 
for continuous traffic flow from grade to the 27 floors of both 
towers, within which nearly nine-venths of the project's 864 hous- 
ing units are situated, the towers had to be located on the avenues 


The two towers are set back a distance of sixteen feet from the edge 
of the VMF roof, the maximum setabck permitted by the location of 
grade level lobbies and elevator cores. Without corrective acous- 
tical measures, setbacks from Ninth and Tenth Avenues of approxi- 
mately 120 feet are required in order to meet U.S. Department of 
Housing and Urban Development (HUD) noise standards for federally 
subsidized housing. Facades of the two towers having windows facing 
the avenues, therefore, will be outfitted with sc nd insulating win- 
dows and room air conditioning units to achieve uutside-to-inside 
noise reductions necessary to meet HUD standards. 


Similar treatment will be provided on tower facades facing 29th 
Street, particularly the lower stories. Such noise reduction 
measures are not required for other tower facades nor for the low- 
rise structures. The low-rise units with windows facing 29th Street 
are setback sufficiently from the edge of the VMF roof so as to be 
shielded from 29th Street traffic noise. 


It is appropriate to reiterate that noise attenuation measures re- 
quired for the towers are needed to mitigate the impact of existing 
ambient noise caused by traffic already found on Ninth and Tenth 
Avenues. The introduction of the VMF to the neighborhood will not 
significantly alter traffic conditions which at present impact much 
existing housing along major thoroughfares in the area in excess of 
HUD standards. 


Alternative configurations of the housing component requiring less 
acoustical treatment have been studied including (1) transpos‘1g 
the locations of low-rise and tower structures, and (2) construc- 
tion of apartment buildings along 28th Street and away from the 
avenues and 29th Street. Both such configurations overall were 
judged to be jess desirable than the proposed design and were ruled 
out for the following reasons: 


2 Elevator cores and structural support requirements of both 


configurations were found to reduce the efficiency and utility 
of VMF interior spaces. 
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C.2 


C.2.(a) 


r) Construction entirely along 28th Street would result in deck 
level (VMF roof) sitting areas and recreational facilities 
being in shadow for much of the day. 


With the high-rise towers located on the avenues as proposed, the 
deck level is effectively screened from the noise and pollutants 
generated by traffic along the avenues. 


Housing Mix and Finance 


Page 11-28 of this document contains a misleading statement regard- 
ing a New York City Housing and Development Administration (HDA) 
"promise" of low- and moderate-income housing. HDA supports con- 
struction of such housing in Chelsea but says that it "cannot commit 
funds it does not control." HDA's commitment is “conditioned upon 
the availability of necessary subsidies from the federal government." 
Support of the project by the federal government, however, has been 
assured by letter of December 26, 1973, from HUD to Congresswoman 
Abzug's office, which confirmed the availability of sufficient monies 
from HUD's "Section 23" low income housing program. Such funds, 
however, may be transferred by the City to more needy low-income 
housing projects in exchange for "Section 236" low- and moderate- 
income housing subsidy monies as, and if, they become available. 


The housing mix as has been proposed by the City's HDA is 60 per- 
cent moderate income, 30 percent low income public housing, and 

10 percent senior citizen housing. In terms of housing unit size, 
the HDA recommended breakdown is 30 percent O-bedroom, 30 percent 
l-bedroom, 30 percent 2-bedroom and 10 percent 3-bedroom. Design 
of the high-rise towers and low-rise apartments reflects this mix. 
All 3-bedroom units are located in the two low-rise buildings. 
Tais affords minimum travel between the deck level and those units 
housing the largest num er of children. 


CONSTRUCTION IMPACTS 


Strategies to Minimize Traffic Related Impacts 


As discussed in Section III.C.1, some interference with normal street 
traffic operations adjacent to the site will undoubtedly occur dur- 
ing the construction period. To protect against any major flow 
restriction and resultant adverse air quality impacts, the City of 
New York requires that all construction procedures that could affect 
traffic flow (e.g., lane blockages to accommodate construction equip- 
ment) be approved by the Mayor's Traffic and Construction Coordinat- 
ing Committee. 
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C.2. (b) 


While the specific procedures requiring approval will likely vary 
dependent upon the particular contractor(s) involved, construction 
activity for the proposed project should in no case require restric- 
tions on any side beyond the present sidewalk and immediateiy ad- 
jacent street Jane. Such restrictions can be accommodated without 
significantlyraffecting present uncongested flow conditions on the 
surrounding streets. Along 28th Street, present use of the adjacent 
lane for parking would have to be temporarily suspended. Availa- 
bility of the VMF deck as a construction staging area for the 
housing units will, in addition, help to minimize construction 
activity requirements at the street level. 


Construction Noise Impacts at Various Nearby Facilities 


Estimated construction noise levels throughout the construction 
period are illustrated (Figure III-6) and discussed in Section III. 
A.3.(d) for P.S. 33, considered the most critical of the affected 
nearby receptors. Construction noise level contours for the 
general site vicinity under various source levels and patterns are 
shown in Technical Appendix E, Figures E-9 to E-15. Throughout 
the construction period, exterior noise levels for nearby recep- 
tors other than P.S. 33 would be: 


Construction Noise Level 


Location (see Figure III-6) 
Penn South Houses (nearest apartments ) 10 dBA above P.S. 33 
Lower West Side District Health Center 10 dBA above P.S. 33 
Church of the Holy Apostle 5 dBA above P.S. 33 
French Hospital equivalent to P.S. 33 


The sound level outside the Health Center and Penn South houses will 
thus be at a level equivalent to the present L}o level during day- 
time periods. At the French Hospital the construction noise 
generated sound level will be equivalent to the present Ls5g sound 
level. 


Required compliance with New York City noise code requirements 
governing construction times and noise source levels should serve 

to mitigate any significant adverse impacts. In addition, if neces- 
sary and where practicable, accommodations in construction schedul- 
ing will be made to meet special needs arising in relation to 
school, health service or similar activities. 
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Blasting Impacts* 


Noise from blasting of rock is caused by the blasting cap, the deto- 
nator cord and the explosive. When the explosive is confined to 
bore holes and is covered by tamping, the primary noise sources are 
the blasting caps and the detonator cord. 


Assuming that an electric blasting cap with 25 feet of moderate 
explosive core load detonating cord is used per shot (a moderate 
explosive core load would be from 30 to 40 grains per foot) then 
the peak sound levels would be: 


Approximate Peak 


Location Sound Level 
Lower West Side District 
Health Center 105 dBA 
Penn South Houses 105 dBA 
Church of the Holy Apostle 100 dBA 
French Hospital 85 dBA 


These sound levels can be reduced either by covering the detonat- 
ing cord with about six inches of material, or by using a low-grain 
core load per foot of detonating cord (less than five grains per 
foot).** The adverse effects in covering the detonating cord are 
time consumption and excess amounts of fly-material, while a low- 
grain load cord provides a less rapid detonation. The reductions 
in sound level obtained could be as much as 25 to 30 decibels, 
thereby reducing the peak sound levels to below existing traffic 
generated peak sound levels (about 85 dBA). It is expected that 
monitoring will have to be performed so that optimum performance 
of the blasting can be achieved. 


TRAFFIC OPERATIONS AND CIRCULATION 


29th Street Operations and Alternate Southbound Routing 


In order to expedite site accessibility and minimize postal vehicle 
circulation and travel in the site vicinity, the Postal Service has 


* "Vibrations from Blasting Rock", L. Don Leet, harvard University Press, 


1960. 


** "Measurement and Reduction of Noise from Detonating Cord used in Quarry 
Blasting", Bureau of Mines Report No. 7678, 1972. 
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proposed to operate its vehicles directly to/from southbound Ninth 
and northbound Tenth Avenues (i.e., two-directional flow), as appro- 
priate, during the period it is to have exclusive use of West 29th 
Street. U.S. Public Law 92-313 authorizes the conveyance of air 
rights over the proposed VMF to the City of New York for housing 
purposes, provided that the postal service be given the exclusive 
use of West 29th Street between Ninth and Tenth Avenues, an exclu- 
sive use the Postal Service has agreed to relinquish during weekday 
evening rush hours. 


The City Transportation Administration has expressed reservations 
with regard to exiting east-to-southbound movements from 29th Street 
into Ninth Avenue, suggesting possible rerouting of southbound ve- 
hicles west along 29th Street to Eleventh Avenue in keeping with 

the prevailing westbound flow direction along 29th Street. Similar 
southbound vehicle rerouting during normal nighttime sleep hours 

has been suggested by the City Environmental Protection Administra- 
tion to eliminate potential noise level increases along Ninth 
Avenue, however significant*, during such periods. 


Potential noise impacts along residentially bordered Ninth Avenue 
would be averted by rerouting nighttime traffic to non-residential 
Eleventh Avenue. Similarly, potential motorist or pedestrian con- 
fusion at the corner of West 29th Street and Ninth Avenue due to 
the east-to-south movements would be eliminated, though use of 
proper control devices should minimize any such potential for con- 
fusion under the proposed circulation. By contrast, rerouting of 

ae southbound VMF traffic via Eleventh Avenue would add one-half mile 
per southbound vehicle trip, or approximately 153** vehicle miles 
of travel per day. Travel time would be increased by approximately 
two and one-half to three minutes per trip***, or approximately 14 
hours per day. Daily VMF travel carbon monoxide emissions would 
increase by 3.8 percent, from 297,200 grams/day (see Table VIII-3) 
to 308,400 grams/day, though the latter would still remain below 
the 323,600 grams/day burden without the facility. Rerouting of 
southbound PMC movements would further increase postal vehicle 
travel requirements and emissions burden. 


The Ninth Avenue southbound routing is at present a proposed route 

and subject to change as conditions warrant( e.g., the development 

of noise or traffic operations problems). The Postal Service has main- 
tained in the past, and intends to retain, the flexibility to alter 
its routes in response to such situations. 


* See Section III.A.(b). Projected noise level changes during such periods 
range from no change up to increases of 5.5 dBA in Ly and 6.5 dBA in L 


levels; such increases considered a borderline NO IMPACT - SOME IMPACT 
condition. 


** 1/4 to 1 ton units = + 57 vehicle miles/day, 2 ton units = + 25 vehicle 


miles/day; 5 ton units = + 24 vehicle miles/day; diesel units = + 27 
vehicle miles/day. 


***Based on travel speed data from West Side Highway Studies. 
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C.3.(b) 


It should also be noted that the VMF-PMC impacts on Ninth Avenue as 
described in the statement tend to be somewhat overstated since, 
for analytical purposes, all VMF-PMC movements were added to pres- 
ent traffic levels as “additional” traffic. In fact, Ninth Avenue 
presently serves as a southbound route from the GPO for some 
vehicle trips included in the VMF-PMC traffic movements. 


Control Devices 


"Provision" of traffic control devices as stated in the Summary and 
Section III.C.1 of the Revised Draft Statement is not intended to 
reflect actual installation of such devices, responsibility for 
which would be retained by the City Department of Traffic. Howev2r, 
under present arrangements, funds for all special devices neces- 
sitated by the project would be provided by the Postal Service. 


Area Traffic Growth 


As described in Appendix B, Section B.3, 1980 traffic levels on 
surrounding streets without the VMF were considered to be equal to 
present levels, based on an evaluation of recent trends and co- 
cordination with other studies and anticipated projects affecting 
the area. At the time of preparation of the Revised Draft State- 
ment, West Side Highway Project projections were in a preliminary 
phase, and therefore could not confirm or reject such an assumption. 


Since the Revised Draft Statement preparation, additional contacts 
have been made with traffic personnel of both the City and the 
West Side Highway Project. Current projections of 1972 to 1995 
changes in vehicle trip ends for the square mile area encompassing 
the subject project vary from a decrease of approximately eight 
percent to an increase of seven percent. Comparable estimates for 
the Manhattan CBD area show a projected increase in trip ends of 
approximately nine to eighteen percent. 


Such changes result in a minimal effect on projected volumes for 
the study area streets. In fact, projected 1995 volumes are in 
some cases less than the 1980 "without VMF" volumes used in the 
VMF Revised Draft Statement. Tabie VIII-1 indicates such compar- 
isons for Ninth and Tenth Avenues, the major streets most directly 
affected by the project. However, as noted in the Revised Draft 
Statement, speculation at this time as to any reduction, either 
overall or for any specific street segment in the study area, would 
be premature. For the above reasons, the traffic projections used 
in preparation of the Revised Draft Environmental Statement are 
considered to remain valid. 
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Table VIII-1 


COMPARISON OF ESTIMATED PEAK PERIOD TRAFFIC VOLUMES 
(Vehicles/hour-range ) 


West Side Highway Project(!) VMF "Background" (2) 
Ninth Avenue(3) sale 1995 1980 ie 
A.M. 1400-1800 1600-1800 
P.M. 1100-1450 1400-1500 
Tenth Avenue (3) 
A.M. 800-1300 900-1100 
e P.M. 700-1300 1350-1800 


(1)1 995 "B" growth assumption, approximate range for 
various "build" and "no build" options. 


(2) Without VMF-PMC and Housing Traffic - see Appendix B. 


(3) Between 23rd and 34th Streets. 
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C.3.(d) Postal Movements South of the Study Area 


The proposed postal vehicle operations will not affect the 
Gansevoort-meat market area. Travel to and from lower Manhattan 
will occur via such currently used* routes as Sixth and Seventh 
Avenues and 23rd Street. The scattered and off-peak distribution 
of additional movements are such that no significant changes in 
traffic operations are anticipated along such routes. 


C.3./e) Traffic Diversions 


The basis for estimated traffic diversions due to the closing of 
West 29th Street to non-postal traffic--current flow patterns and 
alternate route traffic conditions--are discussed in Appendix B, 
Sections B.4.(c) and B.5.(c). Prevailing travel conditions and 
volume information for alternate routes were obtained primarily 
from West Side Highway Project data. 


C.3.(f) Worker and Resident Cars 


In accordance with current City policies, minimal provision has 
been made for resident parking and to further encourage public 
transportation use, no employee parking spaces are provided. The 
relatively close and safe accessibility to subway facilities 
(i.e., aS compared to the present garage and pier areas) should 
also help to encourage such use. The Revised Draft Statement 
has acknowledged, however, that a potential exists for some in- 
crease in the demand for on- and off-street parking in the area 
(Sections III A.1.(c) and III A.4). 


* To/from GPO and other midtown facilities. 
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AIR QUALITY 


Model Validation and Calibration 


The calibration and validation of an atmospheric diffusion mode] 
requires detailed observations of ambient pollutant concentrations , 
both roadway specific and background levels, accompanied by 
meteorological observations and the estimation of source emissions. 
In urban areas the model calibration procedure is especially com- 
plicated because of the alteration of the wind by buildings and 
other obstructions and because of the difficulty in measuring 
background levels of pollutants. 


Environmental Research and Technology, Inc. has developed a sophis- 
ticated numerical modeling capability, both validated and calibrated 
in the near field of roadways, for use in assessing the impact of 
air quality in urban areas. The model utilizes "microscale" meteor- 
ological inputs--values of velocity and turbulent diffusivity 
profiles which depend primarily upon local topographic features 
rather than synoptic or mesoscale features more regionally 
dependent. The model was extensively validated and calibrated in 
Washington, D.C. Since the characteristics of the turbulent winds , 
which disperse the vehicular pollutant emissions, are general ly 
independent of geographical area but are dependent on local top- 
ography, buildings and roadway configuration, and since the 
validation sites in the District of Columbia are representative of 
New York City urban areas, the model is considered to be as appli- 
cable to New York City as it is to Washington, D.C. 


The model calibration procedures, input parameters, and validity 
tests are documented in detail in a report by Bruce A. Egan and 
collaborators (1973)*, and are summarized by Egan and Lavery 
(1973)**. These documents are on file with the New York District 
Corps of Engineers office, 26 Federal Plaza, New York, New York, 
10007 for review if desired. 


——$$ $$$... 


*Egan, B.A., et al, 1973: Development of Procedures to Simulate Motor 
Vehicle Pollution Levels, ERT Document P-343-F, Environmental Research 
and Technology, Inc., Lexington, Mass. 


**Egan, B.A. and Lavery, T.F., 1973: Highway Designs and Air Pollution 
Potential, AIA Paper No. 73-972, 3rd Urban Techno ogy Conference, 
Boston, Mass., September 1973. 


VITI-11 


Worst Case Meteorological Conditions 


The worst meteorological conditions assumed in simulating the high- 
est carbon monoxide concentrations were a wind speed of one meter/ 
second and neutral atmospheric stability. Since pollutant 
concentrations are inversely proportional to wind speed, the lower 
speeds result in high pollutant levels. Wind direction, however, 
is quite variable at low wind speeds. The organized transport of 
pollution from a source to a particular receptor over times of an 
hour or more results when the wind direction is fairly persistent. 


The highest concentrations resulting from a low level source occur 
with a persistent wind direction and low speeds. The lowest wind 
speed at which the direction is fairly persistent is about one 
meter/second. A lowest wind speed of one meter/second has been 
recommended in the California Division of Highways Manuals* on 
assessing the impact on air quality resulting from vehicular emis- 
sions. It has al 3 been recommended by EPA in the Federal Register** 
in the discussion of the impact of mobile source activity in 
assessing the effect of indirect (complex) sources. Hence, the one 
meter/second wind condition was assumed that producing the highest 
resultant concentrations for time periods of an hour or more. 


Investigations concerning the vertical temperature gradient over 
New York and Cincinnati have found that although nocturnal inver- 
sions are present over the surrounding rural and suburban areas, 
the temperature actually decreased over the urban areas***. In 
general, the thermal and mechanical influences of the urban area 
suggest that the lowest part of the typical urban atmosphere is 
less stable than surrounding countryside. Thus, following Calder 
(1971)****, a neutral stability was assumed to apply to those times 
when the “rural” airport is stable. 


*Beaton, J.S., et al, 1972: Mathematical Approach to Estimating Highwa 


Impact on Air Quality, Report No. FHWA-RD-72-37, Vol. IV., FHWA, p. 8. 


**Federal Register, Volume 38, No. 116, June 18, 1973, p. 15837. 


***Peterson, J.T., 1969: The Climate of Cities: A Survey of Recent 


Literature, HEW, Environmental Health Service, Durham, North Carolina, 
October 1969. 


****Calder, K.L., 1971: A Ciimatological Modei for Multiple Source Urban Air 


Pollution. Proceedings of the Second Meeting of the Expert Panel on 
Air Pollution Modeling, NATO Committee on the Challenges of Modern 
Society, Paris, July 1971. 
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Carbon Monoxide Background Levels 


The air quality in the environs of an urban roadway is affected by 
two sources of pollutant emissions: the contribution of vehicular 
emissions from the street itself and the contribution of emissions 
from the aggregation of nearby sources other than the roadway 

itse’f. This latter contribution is defined as background pollution. 


The measurement of background pollution at an urban site is com- 
plicated and costly. It typically involves continuous pollutant 
monitoring simultaneously at two or more sites along with recordings 
of wind speed and direction. Complicated local topography adds to 
the difficulty in separating the specific street generated pol- 
lutants and the background. This is true at the proposed VMF site. 


As a conservative alternative, the background carbon monoxide levels 
were estimated from NYC Department of Air Resources measurements 
taken at 110 East 45th Street. This monitor has recorded the highest 
CO levels in the City. Since the monitors at the 45th Street site 
records local traffic-generated carbon monoxide concentrations as 
well as background, the CO concentrations averaged over the month of 
July 1972 were assumed to represent background levels. This is 
certainly a conservative assumption. A daytime background of more 
than 15 ppm for 1972 for the VMF site is certainly high. The cor- 
responding projected 1980 background levels are also high. The day- 
time average is projected to be 6.8 ppm--75 percent of the eight-hour 
Standard of 9 ppm. 


Simulation Techniques for the Estimation of Carbon Monoxide Levels 
on 34th Street 


To estimate carbon monoxide concentrations on 34th Street, a simple 
area source diffusion model, originally derived by Gifford and 
Hanna*, was employed. This model essentially simulates vehicular 
emissions, street dimensions, and meteorological conditions, but not 
the geometry of the surrounding buildings. For the 34th Street 
analysis, a detailed horizontal and vertical distribution of carbon 
monoxide such as was used to assess impact on the air rights housing 
along 29th Street was not considered necessary. 


The results of the two models are comparable. With stalled traffic 
on 29th Street the detailed numerical model predicts 16.5 ppm (see 
Figure C-3), excluding background. The simple area source model 
predicts 21 ppm with identical emissions. For identical circum- 
stances the simple model predicts higher concentrations than the 
numerical model. Thus, use of this simple model for 34th Street pro- 
vides a relatively conservative estimate of carbon monoxide levels. 


*Gifford, F.A. and Hanna, S.R., 1971: Urban Air Pollution Modeling, Proc. of 


the Second International Air Pollution Conference, IUAPPA, New York, 
Academic Press. 
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Derivation of Vehicular Emissions 


The emission factors used to characterize the vehicular emissions 
in the assessment of air quality were derived from the tables in 


Appendix II of the Proposed Plan for Meeting Federal Air Quality 
Standards Relating to Carbon Monoxide, Hydrocarbon, Nitrogen Uxides 
and Oxidants in New York City, from actual traffic counts and speed 
data, and from data provided by the U.S. Postal Service. Details 


of these derivations are provided in Section C.4 of the Technical 
Appendices. 


The light duty vehicle (LDV) emissions factors were calculated from 
three classes of taxis and for privately owned automobiles as listed 
in the City Implementation Plan. The final LDV factor was deter- 
mined by weighting each of the four specific factors by the number 
of vehicle miles traveled. Heavy duty (HDV) and diesel emission 
factors were obtained directly from the Implementation Plan. Hence, 
the vehicle age mix used in the plan also applied to this study. 


Emission factors were provided for uncongested and congested traffic 
conditions. These were defined as 12 mph and 7 mph for LDV, 12 mph 
and 4 mph for HDV, and 7 mph and 4 mph for diesels, respectively. 
The appropriate speed correction factors were applied to the basic 
factors to calculate the above specific emission rates. 


Traffic counts, average link speeds, and the percentage of vehicles 
greater than 6,000 pounds gross weight, and the percentage of 
diesels were either measured directly or taken from the West Side 
Highway Project studies. These were used to derive street specific 
emission rates. 


Data on the distribution of postal vehicles was obtained directly 
from the U.S. Postal Service. In the Revised Draft Statement, all] 
one-quarter ton to two ton vehicles were considered as LDV. All 
five ton trucks were considered as HDV. The basic emission factors 
derived from New York City data were applied to the postal vehicles. 


Further investigation has indicated that use of the City LDV rates 
for the two ton vehicles understate their actual emission rates. An 
evaluation of Postal Service direct.ves regarding engine tune-up and 
characteristics of the two ton vehicles, indicates the approximate 
emission rate for a typical distribution of two ton postal vehicles 
for 1980 would be 69 grams/mile at 20 mph. Air quality assessments 
involving the two ton units have therefore been revaluated, applying 
the City specific HDV rates to the two ton vehicles as a conserva- 
tive estimate. 


The only calculations measurably affected by the reanalysis are those 
involving assessment of the impact of total daily postal vehicle 


emissions on the City emission burden. Table VIII-2 provides separ- 
ate daily vehicle mileage indications for one-quarter to one ton 

and two ton vehicles, originally grouped together in Table III-1. 
Using the HDV rates for two ton units, the overall daily emission 
burden (Table VIII-3) increases over original estimates for both the 
build and no build cases. The basic change is a net decrease in VMF 
postal travel emissions of eight percent, rather than 20 percent as 
indicated in the Revised Draft Statement (Table III-3). Traffic 
operations and noise assessments are not affected. 


Consideration of Additional Pollutants 


Particulates. The primary pollutants emitted from motor vehicles 
include particulates as well as CO, HC, and NOy. One of the most 
serious aspects of air pollution is the increasing concentrations 
of submicroscopic nuclei in the atmosphere. They constitute the 
majority of airborne particles found in “urban air". Although 
automobiles do emit particulates, the amount emitted by mobile 
sources is small compared to the amount emitted by large sta- 
tionary sources as power plants and industrial processes. For ex- 
ample, in 1966 it was reported* that eight percent of the particu- 
lates emitted in the U.S. were from transportation related sources. 
Similar results in California were two percent from mobile sources. 


The U.S. Environmental Protection Agency has promulgated standards 
for qnbient particulate concentrations: a 24-hour standard of 260 
ug/m’ and an annual standard of 70 ug/ms, To assess the impact of 
VMF exhaust on nearby receptors, an emission rate was calculated 
assuming peak traffic movements in the VMF**. This will occur be- 
tween 5 and 8 A.M. Table VIII-4 summarizes peak one-hour concentra- 
tion for nearby locations. As the table indicates the pollution 
levels, resulting from the VMF alone, will be substantially lower 
than the 24-hour standard. 


Lead. Atmospheric lead became a health problem in a significant 
way when tetraethy] lead was added to gasoline. Some lead is 
emitted into the atmosphere from stationary sources, but auto ex- 
haust is the largest contributor. Most of vehicular lead emissions 
are exhausted in the form of particulates which can be inspired by 
the human body. This source contributes, on the average, between 
0.01 and 0.10 mg/day***. Of the finely divided lead particles, 50 
to 80 percent are exhaled without being standard. 


eee 


*The Source of Air Pollution and Their Control, U.S. 
1966, Pub. No. 1548. 


Public Health Service, 


**The emission rate used was 58.25 g/hr. 


***Reference: "Survey of Lead in the Atmosphere of Three Urban 
1965. The Working Group on Lead Contamination, U.S 
Education, and Welfare, Public Health Service, 
Cincinnati, Ohio. 


Communities", 
.S. Department of Health, 
Division of Air Pollution, 
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Table VIII-2 


VEHICLE MILEAGE BREAKDOWN OF 1/4 TO 2 TON UNITS* 


Present Garage 
Location 


Leroy Street 


Piers/34th St. 


+ 


*See Table III-1 


Vehicle 


_Type _ 


1/4-1 Ton 
2 Ton 


Subtotal 


1/4-1 Ton 
2 Ton 


Subtotal 


TOTALS 


Present 
Vehicle 


Mileage 
287 
123 


410 


568 
722 


1,290 


1,700 


Table VIII-3 


Proposed 
Vehicle 


Mi leage 


693 
297 


Vehicle 
Mileage 


Change 


+406 
+174 


+580 


- 80 
-100 


-180 


+400 


30 DAILY POSTAL VEHICLE CARBON MONOXIDE EMISSIONS* 


(grams/day ) 


With VMF 


18,306 


162,295 
83,002 


33,630 


297,235 


*Revisions to Tables III-3 and C-8 
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Without VMF 


13,253 


149,227 
125,386 


35,754 


323,620 


Table VIII-4 


HOURLY PARTICULATE CONCENTRATIONS DUE TO VMI 
VENT EXHAUST ON NEARBY RECEPTORS 


VMF Roof 3.8 
Morgan Station 3.8 
Apartment Building 3.1 
French Hospital) 1.5 
Clinic and School 

Upper Floors of Opposite Tower 37 
Other Sites i 


*24-Hour Standard is 260 g/m? 


Additionally, lead is ingested into the body in food and beverages. 
This source contributes, on the average, between 0.12 and 0.35 
mg/day-!. About 90 percent of this, the larger portion of lead 
ingested daily, is discharged from the body without being absorbed. 


Present evidence indicates that the human body establishes an 
equilibrium between lead intake and output. If this equilibrium 

is upset by marked increases of lead intake, the body seeks to 
establish a new equilibrium, at a somewhat higher bodily concentra- 
tion of lead. Lead poisoning occurs when intake is so rapid that 
the body cannot adjust, or when equilibrium reaches a level that is 
so high as to be poisonous. 


to be considered a health hazard for the average person. For per- 
sons with considerable exposure to occupational lead pollution, it 
may present an undesirable increase in exposure. 


Lead is emitted by motor vehicles in concentrations low enough not 


Sulfur Oxides. The EPA has promulgated standards for sulfur dioxide. 


However, the amount emitted by transportation sources is minute and 
completely negligible in comparison to stationary sources. 
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C.4.(h) 


Impact _on Air Quality: VMF without Housing 


Air quality impacts due to the VMF only, prior to completion of the 
housing companent (i.e., VMF without housing) are discussed in 
Section I!iA.2.(d) and Technical Appendix C, Section C.11. The 
primary difference from the complex is that VMF exhaust vents will 
be jocatea only 70-90 feet above street level, rather than 320 feet 
with che mousing towers completed. 


e highest expected CO levels with this type of exhaust geometry 
will be about 11.5, exeluding background and other vehicular sources, 
on 29th Street during the 5-8 A.M. period. It is not expected that 
the one-hour CO standard wi*] be exceeded in the vicinity of the 
VMF with this type of ventilation. However, poor atmospheric dif- 
fusion conditions and persistent light winds from a westerly sector, 
transporting the VMF exhaust plume onto Ninth Avenue, combined with 
heavy traffic on Ninth Avenue could lead to a contravention of the 
eight-hour standard of 9 ppm. The annual frequency of occurrence 
of this possibility is conservatively estimated at about nine times 
per year. 


Air Quality in the Chelsea Community 


Due to the proximity of the proposed VMF site to the community of 
Chelsea, an assessment of facility related air quality included an 
investigation of the overall impact of a potentially increased pol- 
lutant loading upon this predominantly residential area. While the 
diffusion calculations indicate that emissions from this facility 
may be expected vo contribute very little to existing contaminant 
concentrations within the community, it is recognized that any in- 
cremental increase will be of concern to residents who spend a 

high percentage of the time living and working in Chelsea. 


During 1972 air quality measurements taken by the NYC Department of 
Air Resources in midtown Manhattan and in the Garment District have 
indicated the severity of the air pollution problem in New York and 
also in the Chelsea community. A few hourly CO concentrations 
greater than 35 ppm have been measured. The eight-hour CO standard 
of 9 ppm is frequently exceeded. 


The U.S. Environmental Frotection Agency has promulgated automobile 
emission standards to reduce ambient pollution levels. The New York 
City Air Quality Implementation Plan has dictated schemes to reduce 
automobile pollutant emissions. The overall result will be a de- 
crease in pollution levels in Chelsea by 1980. Table III-4 depicts 
the fact that overall emissions for the 15-block area south of 30th 
Street will be supstantially reduced by 1980--with or without the 
VMF. Construction of the VMF will slightly increase emissions in 
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the 15-block area; but overall emissions by the postal vehicles 
themselves will be reduced by the consolidation of the movements 
of the heavy duty postal vehicles. 


The primary pollutants emitted in automobile exhaust are carbon 
monoxide, non-methane hydrocarbons, oxides of nitrogen, and particu- 
lates (including lead). Carbon monoxide is a local problem in that 
the impact of CO is short-term and is restricted to within a small 
region near the pollutant source. In 1980 it is expected that the 
one-hour CO standard of 35 ppm, including all CO sources in the 
Chelsea area, will not be exceeded. The eight-hour standard, which 
is currently frequently violated, will be exceeded only during 
particularly adverse traffic and meteorological conditions and only 
at street level very close to major traffic arteries. The air 
rights housing, whose base will be 60-80 feet above street level, 
will not be exposed to high CO levels. If the housing were to be 
built at street level, it probably would be exposed to high eight- 
hour average CO concentrations a few times a year. 


Hydrocarbons and their related precursors, oxidants (ozone) and 
oxides of nitrogen, are problems not on a local scale (e.g., a 
specific street segment} but are problems on a larger urban scale. 
In fact, the National Hydrocarbon Standard has been established to 
achieve the photochemical uxidant standard. The Implementation Plan 
indicates that a 60 percent reduction in HC emissions would be 
necessary to meet the oxidant standards. Although this reduction 
will not be attained by 1980, an overall reduction of 50-55 percent 
is expected. Similarly, although the annual NO? standard of 0.05 
ppm wil” also not be achieved by 1980, a marked reduction in NOg 
levels ‘rom 0.14 ppm in 1972 to 0.08 ppm is expected. 


Localized high HC levels can, however, have an effect on vegetation. 
Concern has been expressed over the impact of pollution levels on 
the London planes on 28th Street adjoining Chelsea Park. As 

Table C-5 indicates, the HC emissions on 28th Street will be re- 
duced substantially in 1980. Any impact the VMF exhaust will have 
on these trees will occur during high wind speeds when the exhaust 
is brought to ground level during aerodynamic downwash conditions. 
At this time ground level HC concentrations attributable to vehic- 
ular sources will ordinarily be low due to the high winds. The 
only conclusion is that the environment for the London planes and 
the vegetation in Chelsea Park will improve by 1980. 


Although automobiles do emit particulates and sume suifur oxic 

the contribution of these emissions to total ambient levels is 
small. The VMF exhaust during peak ventilation wili emit particu- 
lates whose concentrations are only a small fraction of the 24-hour 
standard. S09 levels from mobile sources are negligible. 


C.4.(i) 
Gis 
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High CO levels (on the order of 100 ppm) in the VMF exhaust would 
occur, if at all, only during the 5-8 A.M. period of peak VMF op- 
erations. The housing portion of the project will be sealed from 

the garage. The ventilation shafts through the housing towers will 
be designed to prevent carbon monoxide leakage from shaft to apart- 
ment units. Shaft wall construction will consist of eight-inch (8") 
concrete masonry units (blocks with a maximum 25 percent voids) with 
a one-inch (1") cement plaster coating on interior faces. A one-foot 
(1') air space will separate the shafts from four-inch (4") solid 
masonry apartment walls facing the shafts. As a further precaution, 
the ventilation system is designed to maintain negative pressure in 
the exhaust shafts, further preventing any pollutant leakage. Sen- 
sors in the air spaces between shaft and apartment walls would de- 
tect any seepages which might remotely occur. VMF operations would 
be altered pending resolution of the problem. In general, the impact 
of the VMF exhaust on external initial locations, including Chelsea 
Park, Chelsea Elliott Housing, and the residences along 29th Street 
between Eighth and Ninth Avenues, is negligible because the point of 
exhaust is greater than 320 feet above street level--100 feet higher 
than the height of the nearest building. 


In summary, there will be an improvement in air quality in Chelsea 
by 1980 due to the mandates of the EPA and the Air Quality Implemen- 
tation Plan. The construction of the VMF will not help jmproye air 
quality, but it will also not seriously detract from it. The VMF 
exhaust vent is high enough above street level such that effluents 
will be diluted before reaching the ground (or building) level and 
resulting pollutant concentrations will be small. 


Diverted Traffic Impacts 


Air quality impacts along 31st, 33rd, and 34th Streets due to di- 
verted traffic are described in Section IIIA.2.(a) and Technical 
Appendix C, Section C.5, for both prevailing parking conditions 

and with improved enforcement of existing parking regulations along 
31st and 33rd Streets. As noted, rigid enforcement of regulations 
along both sides of 31st Street and 33rd Streets would likely be 
both impractical and unnecessary. However, enforcement of restric- 
tions along one side of each street in order to provide two lanes 
for moving traffic appears both practicable and reasonable, partic- 
ularly in view of the reduced postal vehicle dock use and parking 
needs on 31st and 33rd Streets adjacent to the GPO. 


NOISE ENVIRONMENT 


Modeling Noise Levels due to Trucks 


The traffic noise model which has been developed for heavy trucks 
is displayed in Figures IiI-4 and III-5. The increase in sound 
level depends on the increase in numbers of trucks following the 
equation: 
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- 
Increase in Ly = .6 log e decibels 
] 


Where To is the truck count "after" and 


Ty is the truck count "before". 


A similar traffic model was formulated as part of noise studies 
for the West Side Highway project. In that case a total of medium 
and heavy trucks was used. The dependence was found to be: 


Increase in Ly = .3 log T; decibels 


The VMF traffic model is thus more conservative (placing greater 
emphasis on traffic increases) than the West Side Highway model. 
These traffic modeling techniques take into account factors of 
vehicle acceleration and deceleration as noted in Section II.D. 


HUD Noise Requirements 


Using the VMF study models for L; and Lyg at 60 feet and 200 feet, 
the following sound levels can be expected along Ninth Avenue: 


60 feet 200 feet 
Ly 84.5 
La. (interpolated) 8] 
Lig 77.0 
The derived distance relationship for Lq 2 levels is therefore: 


A = 200 = 5 

ALa.2 13 log 60 6.5 dB 
Since the nearest apartments in the towers wili be about 85 feet 
from the single-lane equivalent traffic noise source, the reduction 
from the Lag 9 level at 60 feet would be: 


ALa4,9 = 13 log $3 = approximately 2 dB 


The expected post-operation L4,2 sound level at the lowest apartments 
in the apartment towers will thus be approximately 79 dBA. 


HUD Circular 1390.2 requirements regarding interior noise exposure 
(45 dBA limit for 30 minutes) during the nighttime sleeping hours 


from 11 P.M. to 5 A.M. requires that the exterior of the apartment 
towers be constructed in such a way that the composite transmission 
loss of the facade is no less than 26 dB. 


The above criterion translates to Lg = 45 dBA for the six-hour 
nighttime period. With expected additional traffic on Ninth Avenue, 
the Lig for the six nighttime hours will be 78 dBA at a distance of 
60 feet, or an Lg = 79 dBA. Extrapolated to a distance of 85 feet 
gives an Lg = 77 dBA. 


The facade should thus have a noise reduction of 32 dBA (77-45). A 

noise reduction of 32 dBA can be achieved with a facade composite 

transmission loss of 26 dB. The A/E design firm has been advised 
of this requirement. 


The low rise buildings facing 29th Street will have no living room 
windows closer than approximately 25 feet from the edge of the 

plaza level and they wil? thereby be shielded from the traffic move- 
ment noise on 29th Street. 


Apartment tower living room windows facing 29th Street should also 
be acoustically treated since the expected cumulative sound level 
L33 will be 68 dBA at the lowest apartments in the tower on the 
Ninth Avenue end. The L33 is expected to be 67 dBA at the lowest 
apartment in the tower facing Tenth Avenue. 


Ambient Noise Levels at Penn Station South Houses 


Noise measurements taken June 7 and 8, 1973 on the roofs of Public 
School 33 and the Penn Station South Houses (Technical Appendix E, 
Tables E-2 and E-3) are representative of sound levels approximately 
60 and 200 feet, respectively, from a single-lane equivalent traffic 
noise source along Ninth Avenue. Thus, the P.S. 33 roof level 
measurements indicate also noise levels occurring outside the Penn 
South apartments neares to Ninth Avenue, as well as other facades 
facing Ninth Avenue in the vicinity. 


These relationships are confirmed by comparisons to noise level 
measurements taken at the Penn South Houses on October 2, 1972 in 
conjunction with West Side Highway project studies (all readings 
in dBA): 


Penn South Houses Roof of 


Curbside eR Roof of Penn South Houses 
Oct. 1972 June 1973 Oct. 1972 June 1973 
Ly 85 85 75 77 
Lio 80 79 70.5 72 
L5o 73 70 65.5 66 
Lo 64 62.5 62.5 64 


C.5.(d) Air Vent and Compressor Room Noise 


The design goal for all VMF vent openings to mechanical rooms is an 
exterior sound level of 55 dBA during nighttime and 60 dBA during 
daytime measured at a distance of 15 feet from the openings. Re- 
sultant sound levels will be equivalent to present ambient levels 
at close distance. 


C.5.(e) Noise Escaping from the VMF Interior 


& Escape of interior noise will be adequately taken care of by using 
the design goals as discussed for air vent openings. Any amount of 
noise escaping through the garage doors in 29th Street would be well 

below present ambient when reaching the Penn South Houses on Ninth 
Avenue. 


C.56tt) Noise from Room Air Conditioners in the Housing Towers 


The location of greatest potential noise impact from operation of 
the room air conditioners would occur at the apartments of the Penn 
South Houses facing the VMF apartment towers. Should the approxi- 
mate total of 250 room units in the Ninth Avenue facade be running 
simultaneously, the expected sound level across Ninth Avenue in the 
nearest Penn South Houses apartment (outside window) would be ap- 
proximately 61 dBA*, or less than the present average (L590) level. 
Should half (125) of the air conditioners be in simultaneous use, 
the sound ievel across the avenue would be equivalent to the present 
Log, creating no impact. 


EEE eR 


* Based on data from Bolt, Beranek and Newman, Inc., Report No. 1451. A Noise 
Measurement Survey of Residential Air Conditioning Installations in Coral 
Gables, Florida. 
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URBAN FORM AND SOCIO-ECONOMIC ASPECTS 


Relation to Chelsea Park and City Landmarks 


According to the 1969 Plan for New York City, Chelsea "suffers from 
a shortage of park space." Chelsea Park, adjacent to the proposed 
VMF project on 28th Street, is the community's principal outdoor 
recreation resource. Doubtless, the addition to the neighborhood 
of 864 housing units will increase demands on the Park, although 
any such increases should not be unduly burdensome, as pointed out 
in Section III.A.5.(c). 


The deck level of the VMF project will contain sitting areas for the 
passive use of leisure time, play apparatus for small children, and 
handball, basketball, and shuffleboard courts. Housing plans also 
provide for three large community rooms for a variety of indoor 
social and recreational activities. Some recreation needs of proj- 
ect occupants will be met by these deck level facilities. In ad- 
dition, the vertical separation from street life may act as a 
psychological inhibitor to the use of Chelsea Park by air-rights 
project residents. 


The Church of the Holy Apostle on Ninth Avenue at 28th Street, 
diagonally opposite the proposed VMF site to the southeast, is the 
only site of cultural or historic significance directly affected 

by the VMF, and is listed on the National Register. The City Land- 
marks Preservation Commission has indicated that it found no sig- 
nificant impact on this or other landmark properties and historic 
districts of the City. To assure full necessary coordination, the 
State of New York Historic Preservation Officer has been forwarded 
a copy of the Revised Draft Environmental Statement and invited to 
comment. 


Relation to Lower West Side District Health Center 


The Lower West Side District Health Center at the Ninth Avenue end 
of Chelsea Park is the community's principal outpatient clinic. It 
has a staff of some 100 including field personnel. On a generally 
busy day, the center will receive approximately 400 patients. Serv- 
ices include a twice-weekly chest clinic, daily dental clinic, daily 
examinations for venereal disease, daily child health use, and 
weekly sessions on lead poisoning. 


From contact with Health Center representatives, it was determined 
that existing programs and services, while now fully utilized, can 
be expanded to meet additional demands. The contribution of the 


proposed 864-unit apartment project will not add appreciably to the 
population of the Health Center's wide service area. Close proxim- 
ity, however, could generate a patronage rate for the project higher 
than that of the average for the service area. 


A variety of other community sponsored, public, and private health 
facilities providing in-patient and out-patient care are found on 
the West Side. 


€:6.(c) Community Housing Needs 


The 1969 Plan for New York City supports the City's great need for 
housing, indicating that some 800,000 units are required for low- 

and moderate-income families. Housing shortages are acute in the 
Chelsea and Clinton neighborhoods (Community Planning District No. 4). 
Housing stock declined by ten percent (approximately 5,000 units) 
overall from 1960 to 1970. However, more than twice this number of 
low- and moderate-income units may have been lost in the Chelsea 

area through conversion to middle- and upper-income housing and 

other uses, according to sources in the community. 


The proposed air-rights housing will increase the housing stock of 
Community Planning District No. 4 by two percent, offsetting only a 
small portion of the decline during the preceding decade, the rate 
of which is still continuing. 


Donation to the City of air-rights space (versus site acquisition at 
fair market value) plus savings on foundation and utility connection 
costs have a value estimated at between $10.5 and $16.5 million, 
making it economically possible to provide for low- and moderate- 
income housing on the site. 


C.6.(d) The Project as a Transitional Land Use 


Comments by the U.S. Department of Housing and Urban Development 
(HUD) and Council of Chelsea Block Association directly or im- 
plicitly dispute the contentions of the Revised Draft Statement 

that the proposed mixed-use will (1) serve to stabilize the north- 
ern residential-commercial zone boundary of Chelsea, and (2) act 

as a visual and functional transition between zones. No basis 

is seen for modifying the Statement on these points. Compared to 
practical alternatives*, including a VMF alone or any combination of 


i 


*Housing on grade is not considered a practical alternative for reasons 
advanced in Attachment B. 
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C.7 


C.7.(a) 


commercial and industrial uses for which the block presently is 
zoned (see Figure II-12), the proposed action is seen as the most 
viable transition element. 


The effects on Chelsea Park of many types of non-residential activity 
fronting on 28th Street associated with existing zoning would be 
more adverse than the VMF wall, particularly those types generating 
heavy truck traffic. 


fs recommended by the City's Parks, Recreation and Cultural Affairs 
Administration (PRCA), landscaping along the VMF wall will be pro- 
vided to soften its visual impact at ground level. A tree canopy 
along the Chelsea Park side of 28th Street will further soften the 
impact of the wall. 


INFRASTRUCTURE AND OTHER 


Geology 
Geological information, including surficial and bedrock conditions 


and related engineering considerations, are discussed in Sections 
II.A and III.A.6.(c). 


Sewerage 


Maximum sewerage effluents expected from the completed VMF-housing 
complex are as follows: 


Component (cu. Py ne 
Housing Sanitary Sewerage i ee 
VMF Sanitary Sewerage Ua 
Storm Water Runoff 
(4-inch rainstorm) 16.0 
Total Sewerage Effluent 20.0 


Data obtained in consultations with the City Department of Water 
Resources indicates that the existing City sewer system has the 
Capacity to accept the additional flow. The storm water component 


is approximately equivalent to the site runoff entering the sewers 
at present. 
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The New York City Sewerage Treatment Plant presently under construc- 
tion on the west side of Manhattan is to be in operation by early 
1978, the earliest date at which the housing component can be ex- 
pected to be completed. Therefore, effluents from the housing 
component will not add to the present generation of untreated sewer- 
age on the west side of Manhattan. 


Discharges from the completed VMF portion will occur for a short 
period prior to completion of the City treatment facilities. As 
shown above, however, the VMF sanitary effluent will be minimal 
is less than the effluent generated by the housing units that 
formerly occupied the site. 


and 


Electric Requirements 


Preliminary estimated electrical load requirements for the VMF- 
housing comptex are as follows: 


Load Requirements 


VMF_ Component (Kilowatts ) 


Ligh*ing and Receptacle Load 
Heating and Ventilating 

Air Conditioning 

Elevators 

Miscellaneous Equipment 
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Subtotal 
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Housing 


General Lighting and 
and Small Appliance Load 
Air Conditioning Load 
(window mits} 
Mechanical Load 
Elevators 
Fire Pumps 


Subtotal 


TOTAL 11,265 


Under normal conditions, the Consolidated Edison Company operates 
with a substantial amount of reserve Capacity. Con Ed has indicated 
that the load requirements indicated above for the VMF-housing 
complex can be adequately supplied and amount to only a small frac- 


tion of the reserve power available to the New York metropolitan 
area. 


Provision of supply facilities to fully provide for the highest power 
demand peaks would be economically impracticable. However, the 
Consolidated Edison Company, through various programs, is constantly 
trying to improve its ability to adequately cope with peak periods 

of demand occurring on hot summer days. The proposed project will 
have a marginal effect during such peaks as an additional power 
demand. 


The window air conditioning units, required as part of the acoustical 
measures necessitated by existing noise levels at the site, consti- 
tute less than one-fourth of the total load requirements and will be 
in use only part of the year. Use of window units, as compared to 
central air conditioning, will require less energy use and is 
necessary to maintain low and moderate income rent levels. 


Steam Requirements 


Estimated steam requirements for heating and miscellaneous uses in 
the proposed project amount to 66,000 pounds/hour, of which 20,000 
pounds/hour are for servicing the VMF. Consolidated Edison Company 
has reviewed these needs and indicated ability to provide sufficient 
service within their present capacity. Consolidated Edison has 
presently and in the foreseeable future sufficient clean fuel al- 
locations to maintain present capacity at their midtown plants. 


Fire Protection Codes 


The project is being designed and equipped to conform with the most 
restrictive regulations, as appropriate, of the National Fire Pro- 
tection Association, the New York City Fire Prevention Code, and 
other applicable New York City rules and regulations. 


C.8 ALTERNATIVES 


C.8.(a) Use of Non-Motor Vehicle Modes of Mail Delivery 


See discussion under Section VIII.C.1.(a). 


C.8.(b) Alternative Site: 30th-32nd Street Yards 


An alternative site for the VMF is advocated by various groups with- 
in the Chelsea community. This site, first advanced at a series of 
recent meetings of Community Planning Board No. 4, would relocate 
the VMF to the city block bounded by 30th and 32nd Streets and by 
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Tenth and Eleventh Avenues, diagonally opposite the northwest corner 
of Morgan Station. Under this VMF relocation proposal the low- and 
moderate-income housing project would remain at the 29th Street site. 


The alternative site, called the 30th-32nd Street Yards, is a sub- 
stantially underutilized site occupied by two one-story industrial 
buildings, truck parking areas, and rail yards. A viaduct along the 
30th Street boundary once provided rail access to Morgan Station but 
service was eliminated with the functional changeover of station from 
bulk mail processing to first-class (preferential) mail processing. 
Advantages as seen by those advocating this alternative are summarized 
in correspondence received from the Council of Chelsea Block Associ- 
ations (see Attachment A). 


For its part, the City's Housing and Development Administration 
(HDA), has requested analysis of the environmental viability of 
housing at grade on the 29th Street site. HDA, however, supports 
the "mixed-use" concept (VMF and air-rights housing) at the 29th 
Street site, noting that without it, “an opvortunity to add a 
Significant number of housing units to help stabilize the Chelsea 
residential community would probably be lost for the foreseeable 
future." (See Attachment A correspondence. ) 


Assessment of the impacts of a 30th-32nd Street Yards VMF and of 
housing at grade on the 29th Street site versus the proposed action 
are cetailed in Attachment B. 


Major findings are: 


t The 30th-32nd Street Yards site will increase miles traveled 
by postal vehicles by 4 net of 500 miles (14 percent) er 
present mileage traveled and by a net of 400 miles over che 
proposed 29th Street VMF location. 


Resultant postal vehicle CO emissions in the VMF service area 
(see Figure 1-4) would be 12 percent greater for the alternative 
site than for the proposed site. 


Traffic diversion to westbound 3lst, 33rd, and 34th Streets 
resulting from closure of 29th Street under the proposed action 
would be averted, in large part, by use of the alternative site. 


No significant changes in local ambient air quality or noise 
levels would occur at either VMF location. 


The economic feasibility of low- and moderate-income housing 
at the 29th Street site would be jeopardized by added costs of 
site acquisition (versus donation of air-rights), and dif- 
ferential foundation and utility connection costs amounting 

to a cost penalty of $10.5 to $16.5 million (approximately 

$12 ,000-$19,000 per dwelling unit). 
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Ye The grade level environment for housing would be substantially 
less hospitable than the proposed air-rights environment, due 
to the visual impact of Morgan Station loading docks on 29th 
Street and greater noise levels and air pollutant concentra- 
tions at grade. 
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REGION 11 
26 FEDERAL PLAZA 
NEW YORK. NEW YORK 10007 


Class. ER-2 
JAN 71 1974 


Mr. Frank R. Pagano 

Chief, Engineering Division 

New York District, Corps of Engineers 
26 Federal Plaza 

New York, New York 10007 


Dear Mr. Pagano: 


We have reviewed the revised draft environmental impact statement 
(EIS) for the U.S. Postal Service's Manhattan Vehicle Maintenance 
Facility (VMF). In general this EIS adequately deals with the environ- 
mental impacts of the proposal. Several aspects however, need further 
study and clarification in the final statement and these are indicated 
below. 


Several modifications have been made in the project from that which 
was presented in the first draft statement. These modifications, we 
believe, will make this project acceptable from an air quality stand- 
point. The objectionable decking and its associated problems have been 
eliminated from the final plans. Under worst conditions the carbon 
monoxide (CO) levels inside 1e residential towers atop the facility 
will most likely meet the CO ambient air quality standard. Increased 
ventilation of the facility itself will insure that indoor carbon mon- 
oxide levels will be considerably lower than originally estimated. 


The subject of energy use was neglected in the EIS. The final 
impact statement should contain information as to the total quantities 
of energy which will be necessary to operate the VMF and associat2d 
housing units. Assuming that electricity consumption by the project 
will be an additional load on Con Edison's system, can the utility 
guarantee adequate service in light of its present chronic generating 
deficit? In addition, what percentage of the project's energy ‘use is 
consumed by residential air conditioning? This should be considered 
since *+ is an environmental expense that is being taken in order to 
counteract other undesirable environmental corditions. 
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In the section on alternative one of the most obvious was not 
discussed, this is the construction of the VMF without the housing 
above it. The effects of eliminating this aspect of the project 
should be assessed, e.g. Will there be a critical lack of housing? 


Presently, sewage from the area in which the VMF will be located 
receives no treatment. Ultimately such treatment will be provided 
when the City of New York expands its Newtown Creek Treatment Plant 


However, no date has been set for this expansion to take plece. Sewag 
from this facility, although it way be an insianificant increase, will 


be an addition to the quantity of untreated sewage presently being 
generated on the west side of Manhattan. 


The noise section of this statement was well treated and vresented. 
Both the FHWA standards and HUD requirements were recognized, and 
ambient noise conditions related to them. The increase in Liq values 

to be generated as a result of the activity will be ina range of 
magnituco that is usually labeled as "no impact" by the National 
Cooperative Highway Research Program report. However, the existing 
Lio levels, by tnemselves, indicate a high noise environment. For 
example, existing Ly1q sound levels reported for P.S. 33 range from 73 
to 78 dBA. An increment of 5 dBA as a result of the proposed facility 
would raise Lyg values to a range of 78 to 83 dBA. The high Ly 
values, represent unacceptable noise levels, especially during sleep 
hours. Some of these levels exist during the early morning ~ late 
evening periods. The Ly values will in turn rise to extremely high 
jevels, dramatizing an almost intolerable condition for sleep with 
windows open. 


The statement indicates that the high noise levels in the area are 
due primarily to the existing high levels of commercial traffic on 9th 
and 10th Avenues. Therefore, a reduction in this traffic by a diversion 
to other routes, such as 11th and 32th Avenues which are non-residential, 
should result in decreased noise levels for the project area. The amount 
of reduction in noise levels that can be accomplished through this pro- 
cedure should be studied and presented in the final statement. In 
addition the feasibility of implementing this type of program should be 


discussed with New York City officials involved with the project. 


Because of the impact of increased ambient stre-t noise cenerated 

tne construction of the facitity, the special facade discussed in 
section III. A. 3(c) should be constructed on the tower sides facing 
Ninth and Tenth Avenues so as to meet HUD requirements for housing con- 
struction. 
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re GSA construction noise limit criteria together with New York 
City noise code provisions should be applied to the VMF and housing 
project and closely observed during the excavation and construction 
period of the project. A barrier covering the perimeter of the site 
should be constructed to attenuate some of the noise from construction. 


The Corps of Engineers has done an extensive reanalysis of the VMF 
project from what was presented in the original draft statement. It 
includes, as a result, modifications which we feel eliminate many of 
the criticisms we had of the original proposal. 


Thank you for the opportunity to review this project. Please send 
us a copy of the final statement when it is completed. 


Sincerely yours, 


Paul H. Arbesman 
Chief 
Environmental Impacts Branch 


United States Department of the Interior 


OFFICE OF THE SECRETARY 
NORTHEAST REGION 
JOHN F. KENNEDY FEDERAL BUILDING 
ROOM 2003 | & K 
BOSTON, MASSACHUSETTS 02203 


January 16, 1974 


the Army 
wiet, Corr 
Engineers 
ieral Plaza 


r ° Nau Y al 
rx, New ror: 


and submitted 


f fo: 9st concern i 
availability - varticularly in this 

which the proposed development would 

Chelsea Park, we cited a reference which, in 
considerably from the thoughts expressed in the 
revised draft statement adds no new informatic 
indeed, the Study we cited (Plan for New Y 
Group 4, New York City Planning Commission 

in the revised statement. In the revised draft 
Recreation and Cultural Affairs Administration 
but they did question imvacts on Chelsea Park. 


we indicated previously that geological 
surficial and bedrock conditions, as well as informati n 
related engineering problems and remedial techniques, should b 


Ss 


Let's Clean Up America For Our 200th Birthday 


ental statement. We can find no indication that such 
been added to the revised draft statement. 


A third area of concern volved five of cultural sign 
the ssibility of adverse impacts result f proje 


+ Again, we could find no evidence in the revised dra 
e prodlem was considered, or that) liaison was established with 
the State Historic Preservation Officer Mr. Alexander Aldrich, 
ssioner, Office of Parks & Recreation, South Swan Street Buildin; 
ym 303), Albany, New York 12223, 
7 4 4 
It nal st 3 11d I Le or: ‘ons a rs 
‘e Ald 4 1 > At nal ter toric laces. 


special Assistant 
the Secretary 


DEPARTMENT OF HEALTH, EDUCATION, AND WELFARE 
REGION 11 
FEDERAL BUILDING 
26 FEDERAL PLAZA 
NEW YORK, NEW YORK 10007 


OFFICE OF THE 


January 9, 1974 REGIONAL DIRECTOR 


Our Reference: ROFEC 


Mr. Fe Re Pagano 

Chief, Engineering Division 

New York District, Corps of Engineers 
26 Federal Plaza 

New York, New York 10007 


Dear Mr. Pagano: 


Subject: EIS #049-01-74 
U. Se Postal Service*s Manhattan 
Vehicle Maintenance Facility 


This office has reviewed the draft environmental impact statement for 
the subject project. While the EIS is in general quite comprehensive, 
we do not think thet the impact of the 860 unit housing project on 
health services has been adequately explored. The following questions 
should be addressed in the final statement: 


1. How do you anticipate the inpatient and outpatient needs 
of the housing project population will be met? What studies 
have been conducted to determine the availability of area 
health personnel and facilities? What agencies were con- 
tacted? 


What specific services are being offered by the Lower West 
Side District Health Center? 


Sincerely yours, 


A a aie \ R. \' 


Bernice L. Bernstein 
Regional Director 


Th 

¥ Minty DEPARTMENT OF HOUSING AND URBAN DEVELOPMENT 
Sw We lal w & NEW YORK AREA OFFICE 
% 2 120 CHURCH STREET 

Praise wt NEW YORK, NEW YORK 10007 

REGION II 


do Federal Plaza 


New York, New York 10007 N REPLY REFER To 


FEB 8 1974 
Mr. F. R. Pagano, Chief 
Engineering Division 
Department of The Army 
26 Federal Plaza 
New York, N.Y. 10007 
New York District, Corps o Engineers 


Dear Mr. Pagano: 


Subject: United States Postal Service 
Manhattan Vehicle Maintenance Facility 
Comments on Revised Draf c.1.S. 


We forward herewith our comments on subject draft statement, emphasizing 
that these comments do not constitute a HUD environmental clearance of 
the proposed housing project which is associated with the VMF and for 
which federal interest-reduction subsidies and/or public housing leasing 
assistance may be sought by appropriate public agencies in the future. 


A. The draft statement, on page I1-28, reports that the Housing and 
Development Administration (HDA) of the City of New York “promised 
low-and moderate-income housing for the air rights project under 
Federal FHA 236 program finarcing, with some units provided for the 
elderly and some for public housing". 


Prior to issuance of the final statement, HDA should be contacted and 
given the opportunity to review and revise that paragraph which contains, 
we believe, several inaccuracies. 


B. The draft statement, in assessing the impact of VMF operations on 
the acoustical environment, may not contain noise level projections 
Clearly adequate to interface HUD regulations. However, the projections 
provided on page II1-24, which demonstrate significant increases in 
the Ll and L10 levels during three of the four hourly periods 
analyzed, strongly suggest that the L4.2 value of 79.5 per 24 hours 
displayed on Figure II-8 will increase above the critical threshold 
of 80 dB(A) post-development, especially when “the combined effect 
of postal, apartment and rerouted traffic will increase the volume on 
Ninth Avenue south of 29th Street by roughly 100 vehicles per hour" 
during the AM peak traffic period (8-10 AM), (page III-2), and to 
some lesser extent duriny other time periods. 


Not only would it appear that the portion of the site fronting on Ninth 
Avenue will fall into HUD's “unacceptable” category because the 24-hour 


cummulative noise exposure will exceed 80 d8(A) for 60 minutes post- 

VMF development, but we also anticipate "unacceptable" levels of intrusive 
noise on the 29th Street side of the proposed housing site to be genera- 
ted by the combination of 2,200 daily postal vehicle (trucks) movements 
into and out of VMF and an additional 1,023 daily PMC vehicle movements 
into and out of the Morgan Station truck loading docks facing the vmF 
across 29th Street, especially in view of "the use of the street for 
maneuvering," as described on page I-5 of the draft statement. 


The final statement should address the issue of projecting the intrusive 
noise levels (L¢.2 values) following the proposed VMF development. 


C. The draft statement, on pege III-28, reports that the facades of the 
towers facing Ninth and Tenth Avenues are to be constructed with 
“double windows and air conditioning." The final statement should 
indicate: 


(1) whether the proposed acoustical treatment of apartments facing 
the avenues will result in interior noise exposures defined as 
acceptable in HUD Circular 1390.2; 


whether acceptable interior noise exposures can be attained 
without special acoustical treatment of apartments facing the 
side streets. We note on page III-5 that “the peak period of 
VMF activity will occur between 5 A.M. and 7 A.M.," and we 
note in tables I=] and 8-3, that approximately 530 postal 
vehicle movements (all trucks) will occur in that two-hour 
time period, with more than 630 additional postal vehicle 
movements (all trucks) between 11 P.M. and 5 A.M. (HUD interior 
noise exposure standards limit exceedance of 45 dB(A) to a 
cumulative 30 minutes during the night-time sleeping hours 
from 11 p.m. to 5 a.m.); and, 


whether the acoustical treatment proposal, as revised after 
consideration of the above, is financially feasible for the 
proposed subsidized housing project. 


The final statement should describe the possible methods of evacuating 
VMF exhaust emissions in the event that new housing is not constructed 
above the UMF. In calculating carbon monoxide concentrations at the 
critical receptors, and most particularly at the French Hospital and 
at the apartment building (which is part of a completed Federally- 
assisted urban renewal project), background values should be incor- 
porated into the calculations to determine if the incremental 
contributions of CO due to VMF vent exhaust discharged from the VF 
roof would cause air quality degradation to a point exceeding Federal 
standards. 


& . Sin. e the design and construction wu foundations for the VMF will 
constrain the location and size of he proposed apartment buildings, 
Section V should include a consideration of alternative site design, 
2slly those which would enhance the proposed residentiel iron- 
promoting noise attenuation and CO concentration dacay by 
ice from pollution sources. Among the alternatives which shoul 
eo are: 


(1 jreater set-backs of t apartment towers from Ninth and Te 


Avenues; and, 


20rlentatio Ff the rtment buildi Lon j ~wes 
‘ to provide imal, end-wali exposure to the Ave traffic flow 
nd built to the 28th Strest property s0 as t maximiz 


influence of Chelsea Park and to create substantial space 


buffer between tne housing and 29th Street. 


ne statement should also consider arying the heights of the two at 
ant towers and to vent exhaust emissions from the taller structure s 
: oO more reliably avert potential air quality impacts on upper floo 
35 Gescribed on page I-19. 


Sections VI and VII should be revised to dilute the claim that t 
proposed mixed-use development -"...should help to stabilize the 
boundary (between residential and industrial-commercial zones) and 

mn community change, while providing a visual and functional transitior 
een zones." (page VI-1) 


ould be notec that Chelsea Park, located one block south of the 

VMF site, now serves that function much more effectively, by providing 

i substantial open space buffer between residential. uses and non-compatibi 
industrial-commercial uses to the north. 


Thank you for extending the time limit for comments. 


vincereily, 


Director 
Operations Division 


2) ae f 


OPPORTUNITY 


ONOMI EXECUTIVE HEFCE OF THE PRESOER} 


December 1, 1973 


Mr. F. R. Pagano 

Chief, Engineering Division 
Department of the Army 

26 Federal Plaza 

New York, New York 10007 


Dear Mr. Pagano: 


Thank you for the copy of the Environmental Statement relating to 
the Vehicle Maintenance Facility. OEO has no negative comments op 
this prop»sed project at this time. 


I am sending the Environmental Statement to Commissioner Major Owens 
of the City Community Development Administration. CDA is our loca! 
grantee with jurisdiction over the geographic area in question. tf 
Commissioner Owens has any comments, he will forward them directly 
to you. 


Sincerely, 


Pg f x 


7 y. 
David’ LC. Lollis 
Assistant Regional Director 


cc: Commissioner Major Owens, CDA 


U.S. DEPARTMENT OF TRAN! PORTATION 
FEDERAL HIGHWAY AOMINISTRATION 


REGION ONE 


January 11, 197) 


REPLY REFER Ye 


01-36.lAa 


Mr. F. R. 
Chief, Engineering Division 
Department of the Army 

New York District, Corps of Engineers 


"al Plaza 
New York City, N. Y. 10007 


26 Fede 
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DEPARTMENT 


110 CHURCH STREET NEW YORK, N. Y. 10007 


ot, 
Mew York, ovvicvorew: 


December 


Department of the Army 

New York District, Corps of Engineers 
26 Federal Plaza 

New York, N. Y. 10007 


Att: F. R. Pagano 
Chief, Engineering Division 


1 


We have reviewed the vised snvironmental impact 
Statement which you forwarded to us 


S. 


The only comment we have is in reference to the first 
paragraph of Section A.6 (c), Page III-34. This paragraph does not refer 
to the N. Y. C. Fire Prevention Code and other applicable N.Y.C. 


rules 
and regulations. 


We recommend that the statement include compliance with 
the N.Y.C. Fire Prevention Code and other applicable N.Y.C. rules and 
regulations, as well as the National Fire 


Protection Codes. In the eve 
there is a conflict, the more restrictive regulation shall 


ipply 


Very truly yours, 


gustus A. Beekman 
ilef in Charge 
Division of Fire Control 


tr 
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6016 
BUREAU OF SANITARY ENG LN 
93 Worth Street, Room 
New York, N.Y. 10013 
January ll, 1974 
F.R. Pagano, | ‘ 
hief, Engineering Vivision 
Department of the Arny 
New York Vistrict, Corps of Engineers 
26 Federal Plaza 
New York, N.Y. 10007 
Dear Mr agano: 
Reference is made to your memorandum of 
November 28, 1973 on the subject of Kevised Draft 
Environmental Statement, U.S. Postal Service's 
phattan Vehicle Maintenance Facility. 


This Department has reviewed the revised 
public health engineering viewpoint. 
ive comments were recorded. 


raft 


No negat 


from a 


Vary pruly yours, 


| | 
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Jobn Ve a.uane, 
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l particular] 


Se 
Lt. Col. Thompson 
re: Morgan Annex Vehicle Maintenance Facility 
Environmental Impact Statement 
1/22/74 


Comment 


II -28 contains a misleading statement regarding HDA's "promise" 
of low and moderate income housing. We support construction 

of low and moderate income housing in Chelsea but HDA cannot 
commit funds it does not control. Our commitment is conditioned 
upon the availability of necessary subsidies from the federal 
government. 


Alternatives 


We suggest that this section be expanded in its discussion 
of the various alternative solutions. 


While data included in the report could be interpreted 
to show that future site residents are better protected from 
existing and predicted levels of noise and air pollution at 
the proposed deck level and above than they would be at grade, 


his is left unstated in the report. We feel that such an 
analysis is critical to any serious evaluation of the site 
for housing only. Since housing is a mandated use on the 
site along with the VMF, such an analysis should be included 
in the final Impact Statement. 


Si a 
——_" Py “ 
Roger Starr 


Administrator (Temp. )/Commissioner 
by Barry Zelikson 


The City of New York Parks, Recreation ani Cultural Affairs Administration PRCA 


The Arsenal 


; Edwin lk Weis! Jr 
830 Filth Avenue, New York New York 10021 pt 01 


Admunistrator Commissioner of Parks 


ephone 


Tanuary 15, 1974 


Mr. F.R. Pagano 

Chief, Engineering Division 

Department of the Army 

New York District, Corps of Engineers 
26 Federal Plaza 

New York, New York 10007 


Dear Sir: 


We have reviewed the Draft Environmental Impact Statement 
for the construction of the U.S.P.S. Manhattan Vchicle Maintenance 
Facility. The main concern of PRCA is Chelsea Park, which is cur- 
rently undergoing major rehabilitation. We wish to insure that 
neither the new facilities nor the convenience of the park users 
will be jeoprodized in any way. 


We, therefore, would like to reiterate several of the points 
made in our original comments. First, the construction period 
should be minimal in length. All appropriate measures should be 
taken to reduce noise and air polution while work is underway. 

The entire construction site should be fenced, and storage areas 
should be restricted to sites north of 28th Street to minimize 
polution effects on the park. Appropriate landscaping at ground 
level should also be provided once construction is complete. 


Thank you for your time. 


Sincerely, 


be naa 


Edward M. Dweck 
Assistant Administrator 
for Design 


York . spate dix 
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JAN 1. 1974 


Mr. F.R. Pagano 

Chief, Engineering Division 
Department of the Army 

New York District, Corps of Engineers 
26 Federal Plaza 

New york, N.Y. 10007 


Dear Mr. Pagano: 


Reference is made to your lett2r of November 28, 1973 
re: Revised Draft Environmental Stat.ment, U.S. Postal 
Services' Manhattan Vehicle Maintenance Facility. 


As you know, this office reviewed the December 15, 1972 
draft statement and by letter dated April 6, 1973 
transmitted our comments related thereto. 


The November 15, 1973 revised draft has not taken into 

account our earlier comments and they are therefore 

restated for incorporation in the final impact statement. 

As the operators of the City's street system we consider these 
comments to be important and indeed reflect the operating 
conditions which we will insist upon when your facility is 
placed in operation. 


Our comments follow: 


1. The report assumes that 29th Street will operate 
two-way during non-public hours. For reasons 
presented earlier this assumption is incorrect 
and inconsistent with what was agreed to. 


F.R. Pagano 


On Page 2 of the statement is found the following: 
",..-the Postal Service will provide all necessary 
signs, barriers, pavement markings and other 
traffic control devices necessary for the safe 
use and operation of the street." 


The street is to be open for use by all vehicles 


during peak hours and therefore the Departme 


of Traffic will install the necessary traffic 
control devices. 


The report still maintains a zero percent growth 
in vehicular traffic for the area without the 
facility which is inconsistent with our projections 


for the westside of Manhattan. 


I would be pleased to discuss this matter in greater detail 
at your convenience. 


Very truly yours, 


pty a 


JOHN M. KAISER 
Depyty Administrator 
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considered is the construction of a stereo radio set, obviously that stereo 
radio set is going to have a rmch preater impact in the middle of a librarv 
than it will in the middle of a steel factorye So you have to recall that the 
existinr environment has an effect on the impact of a proposed project." 


Additionally, the EIS on IV-l states that "Above standard levels would still 
be found outdoors but these conditions are common in similar urban environments 
and are senerally tolerated by urban dwellers." 


The essumption behind these statements is that the problems of the area are 
ready so severe that residents will not notice an increment. we question this 
assumptione An empty cup can easily accommodate a tablespoon of water, but 
the same amount of liquid is poured into a cup already brim full, it will 

an overflow. 


Furthermore, with statistical analyses that begin from a base of existing 
conditions, a large amount of added contaminants or noise becomes a small or "in- 
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that it is), we mst strenuously object to the basic assumption and the meth 
derivine therefrom. 


eS 
request that such tests be done and deseriberc 
of the entire study mst be questioned. Estimates of 


accuracy he moce and the ranges of reliability within witch they are 


nete also the absence of any Stated tests of statistical validity for am 


sous 


are aiso m 


7° 


3, Shows a breakdown of the dail: movement: 
attemmting to demonstrate how vehicle mMileare of the most 


“@ reduced. The net effect, according to a statement on page 
in vehicular pollution for Manhattan. 


this rein ie achieved t ing approximately 1,550 truck trips to the Chel> 


area. ‘owever, according statenent of the sonéultent who prepare 
vort (made was blic hearinr), the benefits of closing 29th 
Will more then a 2. OUT the effect on the surrouncine yr 

ous vrotecticr 6 cherts show numbers that support thi 

however, the i the charts. Sve 


eem to have heen icnored seriously understated in the ca 


be 1,200 drivers ani 300 
anc forth each day to work; 


Residents of the S464 arte ents 
to own cars, some of which they 
forth to their own places of enploynen' 


Openins of 29th Street to gs al hours of rush 
will also acé vehicular e ’ 


4 2 ey P : , er . 
l : I ’ - -» 
v. ye i+ ~ L} 
tt 0 
. yersi yt raific: Hot. al: r - diver ey > Ure . 
y r ant tnae : . c $V 4 ' va) 4 ran . ; 
- Jae sto \ A a © » VC - . wh - - 
Tie 7, . A 4 be ane ny #4 rai) «nn - - ~~ hy . 3 bait 
’ I ra L Yr i mE ie aL. 
ree" . 
\ ~) . ’ ona - 4 yA . 2 - 
e I a wer . cll} } yeu : 
tw Au nc aradn 4 . a1 ‘ ay Paorectray 4 ~ co 
vt V>.T I YY yo I Lot J Or vO tL uw nOSG= 
} Ye Aste n+ M2 otic enri? +? Aye “ aati a! “nr t+earp 
¢ im ol . $ + ost a one + Ane pe vee ao . ae a Re 
, ¥ c ~ pou C : ? whe JOL a vl Lave 
os _ Te Be | 4 he er > 
’ Cm, > sls bs 
, \y a3y~n +3 AS +} i elnyve . Ay ow +9 a 
Yr oF i rancor. . yotnad 5 ¢ ante 5 4 LTA) ° } 
Y } ‘ i age . it OU 2) 
Yas y asraes = 1 affanti wn wyn + + yey yy ne ~do905 
, - ~ ~s a ~\ wa & . 
ny bor ‘ re , rat +} ’ = — l4i-n 4 y 4 
z - - ’ . - “ \ ’ 
. : 1 tele ito ao ae4+4 AN Supthewmrore : a1) 1 - 
4 } nN rune Te, ¥ ‘ 
ite ae = cten4 PS et A : er tha - 
: _ } ery : ‘ivern, "Aon ‘ oe 
d -°¢ . Le a o- a+ 1 , +o my 7 4 
ie : “ie . . - aj{i* +} olatatal , ain thl ~ - 
oo. te Aer ae Re bbe na ae I a = ati pd OE Sa a Picea me , ° ad ° 
ry ° ant at maADT CO tntayreat puaar ? pon at } . e +4 5 
C J rPocw i ] f rm LUO RSCTILC COMCLULONSe 1 ro (a= 
} od aa v4 +17 + oy at+4 ‘ar vr _—— $74 4. . i 
L 2 M Upsrc I ) é Va . Z ro SLiLt 0 ro.on a ly 
nye. + v- - pee tia ie i. +5 - res mNnors ral e347 tatte ™ “ 
. 2 ‘ dew vlf C YNOTA, Fle, We verL? i iO" le 
5 X ¥ > Te . avnantal thair - . ht Sy ae 4 
- - « . 4 - + ae ok - o- - ¢ ax hag 
- ; Tae a Lorrmnit " ‘ reouest r + 77 lez tive vy 
rm : . 3 ecoun i oureer of , t44¢ on . 4 
/ ; ~t a ns ' 1. 1-year ' ; t . 
J Je : ’ ‘ L sEPCCE sagt eS bs z 
ms | Mhicle 3317 c tose ¢ Poctal vehicle . — 
’ ° ¢ . ra ag Be ‘ . 
ry —. yo ~ rn 54 y i ; ark 
L toa . 4 - L J r 
CO; . 
. i . ints Fa yi ey c ¢ . a 
7 As & 3 - - - 
i . id L I nC ¢€ 1C ae fA :T CCve Fhe 
i: +’ a i o 1 . .s — 
pe 201 ri rosacti(e: i ric C27E Comnizanc * eac} oxe > cir 
Ye) : + Re : ‘ wrlotive 
L ah dove c | eae VE6° 
¢ . ‘ poe ee ee 
na 4 S ea ase ; A ’ . ‘ i COLIC iG 
ve I Zs + i Y y SyiLo fever 1 hay TAY isp 4 Poe 


eJe atv) s0T z mer —— 


f 4 0 . $ 
’ 
aa - lati ~ s - aan + 
Y 1 1 er ’ . 
n 4 . Har ot ” ] . 
} a t € ¥ 
. : - 4 +7 t ‘a 
‘ Pant Xe ? Lie i 
: t ¢ ’ revnon- 1 TUE My 
5 5% ~~. a Ge - ~ f° 
- ‘ 4 « y 2) 
~ a ro 4 ny cave | roy mal ar . 
’ ’ ’ ‘ ’ . ~ 
’ . sale’ exnecte 4 i L o- 1 
aed : satin +{* c ' - or hie 
C ro J 53 t 
Con tye +he¢ : ¥ ore * e+ ae a Be 5] 
( OLS, ; i C y laa e coum 
; € . 
. - ’ i C i a Pever ° 
ie . J, Te] +} + 
J a ale We x ’ » & As 
oO ac at Be es ° z i 
ate eR ath . *3 
: ; I rambo ¢ Paoil x 
y atr - Tavita’ oe, wa) 
I } L ap ’ 
bY aad katy \y ra) 
‘ mi, sci li i ] 27 
31 > eB x t C Sear 4 y yey fa) st n4 a 
S - - ’ Y n hot sp pr ? nm + . 
Oe Palin 
° ~ +6 
7 . “es > 
mic netm 7.) 
€ alals 7 : 
ae ea + 
- ’ ra Ler 
r ccentas 4 
“17 - awe} ey : 
. a . 
reid ass P ee a son pn? 2 
4 3 e aCe IANe WINCOWS, OtRCcrY 
° ay) aa . Y , r 5 
re rf ¢ ahal + v oe; "9 
J i Y i 1 1 ex sar 
ie) ret UU OI wNCLS 410 
Y ate, % val euxtone that a et 
suly 1 j ) ay Ic 
Y’ ~ 4 7 
iL { C QY > onl o - < + * = 
Lame A { he aL sak z itect 
rac . ~y ia as 
rr a) L ( of : us on i¢ 
a 9 L * LY a eae 
- er rar cr i - . 
. arth, , XQ} pat? Ane: } tt : 
5+ « ae ” n : * ; 
‘ tL Sy P _ } + V4 4+ 
, C Ll t pe Se eae © ue 


‘ ! ! ‘ 
P H i i - 
3 > ¢ ‘ 
r ri ‘ i f 
4 4 C 4 ; 4 p S , ie 24 
aa r of 7% oe ty 
- ae - ef 
i - 4 ‘ 4 ‘ . MH 
j 4 ¢ 1 i | ; C 
rt i + + . & Be i ‘ 
7 fa r ® 4 ‘ 3 
‘ ‘ o a ¢ 3 < 
€ > + + + . ° + ba ? ‘ 4 , & 
Z 4 ‘ ‘ P 3 4 
t 4 ) - ‘ ¢ + r 
al > ‘é : t 4 S, et ‘ 
~ ( oO ‘ ‘ tors 
c ¢ . ‘  ¢ NW OO { cf 4 4 
 ! ‘ j a 8 +2 ¢ + > “ 
© + q@ ¢ + 
: ( 1 a + be 
hae oe { . 
: ‘ ‘ 
Cc c C 4 ¢ ts 
a { 4 4 
~oco 2 ¢ ‘ % © g : ie 4 3 os 
c 7 4 4 + . 4 : 3 
: ‘ ~ 4 ij 
ce + t » i “ci & 
- «¢ ow +> ri ¢ - - ¢ % 3 < S4 ‘rl : > 
' r er 4 oOo . : 
a Se : rl $ 4 4+ 4 ‘ i+ t % 
' et +? $, C bad ( ' <C. Oo 4 t ~ ) : 
“<i ¢ a * . ‘ ct he 
t > Be re ! q pes + ‘ 
Py Our al + + {co } 2 o-— Oo F 
fo. ‘ 1 ¢ = | 4 oO Q « : 
J r ¢ { . by 4 ‘ oO > ) Oe ee pe 
ows Hi @ i ¢ r & { ¢ «<t . (@) q 
‘ 4 ¢ j > + wsthe., ye 
< c Sy - ! 
4 » oO { 1% + qa © Oe o 
A ip 6 : £ + P Pw et eo f. © 
x 40 G { - 4 bs apf ‘ ‘ ae oF © + a 
= ¢ 4 $ + ce ( : CG & at - 
3 oo ; ‘ te Ml ord pa 
+ " $ + . e¢£ - . ‘ < 4 
J ‘ ; C 
4 c i “ 4 + : 8) 
+ c t © + {oc 
. ‘i+ 
P re - iar i ! i 
re 5 r ¢ t b € 5 “1 + ~ ro) 5) 4 
! t f - 
+ ¢ + r } 
. 
4 Q - $ « ‘ 
f i - 4 
‘ . : 4 . ‘3 
‘ 
‘ 4 q = ~ 
a ‘ 
4 ‘ > : © % 
“Res 4 $. ° 
C . C hi 
¢ S +t « ' 
. . e ' 
. C 5 g 3 
b, ¢ « ¢ ‘ : ‘ 
° ‘ ‘ « 
¢ + ‘ + ‘ 4 ‘ r 
’ > . . * 


. 
“ar 
es ie " 
" . . 
P + " ve rf 4 
. 9 
x ’ ‘ ~ 
. . - ’ 
- ’ iv L 
. ‘ yUE L 
e ’ 
, 
i ' 
’ . 
. arc y . 
“aye te wonn4 4 7 
r liar 
An car a} y P ‘ 
- ’ 1Ci r ns 


2) 


Y es 
wire 
>) 


f "en I Postas n e Art 4 0) ae sf rs 
a re 4 5 1 : 
4 Cn 4+¢ at ~ + Yormuni ors Coy Binds 
7 - aaa een } ) +} Nar esy - 7 -\ f* 
2 J ‘ ore ’ LUM AVeMUeCSe IL wiLer VElI* SL. 
VL a0 Ot the Postal Service anc e community over é resent 
ro 


; = i+ St +] 
‘ 4 sant : + ¥ 
‘ . +7 4 ATA er » r 
’ LLG € near \ i ae Prva 
‘ 
) , De ‘ win ‘ ‘ - 
. i © i rai m™ Ut € a b ‘ 
r it wa Pp | tC 0 @e et ¢ UY - 
4 2 ~ ner ay 4 4 
ener PY aes oi ; - 
} + , P 
a 5 ecé TG Oz . Le <1 9 BB oy CK JOU 
s sn Nn r ' 
- . , « * 4 .. s ~ (! . 
t ie . el Y c wet ‘ 1 ate? 4 é ‘ p . 
; 3 ro air ) é 
: Cc 12 ne eae 4 - L 
, re “7 Ltious. 
. tet Orkid é 
= i a 
} fa) Q elas. Talal - 
tent 14 4 12 3 ; 
1] i} 4 an 2 > t: 
e 4 oor) e Saree 14 i “ " 
. 1 f ting a 3 te’ 
% 3 t lower ? t’ 
. 
ke. here ~ e Tinconlin Tunnel ton Vee no ; 
I coln nn ; Ore conw t 
: 14 B Soi | ti ore WenLe Ne 
# a buns + s) * * 
° c @ strac oun ti r @ 3} , ©2 
: ine rrour te present 1 te 
LTC e 
’ 
4 a as 
: P hireens ae Peers Sicee le le te R . 
‘ = treticestreet visdue LITO [Ars GS: ta ToL Ov 
we of cit trap far “anenversy + 7 ; 
. | 2d J iANneuveryrsz: rie 230) . 


conspicuon 


the han 


SERVING CHELSEA THE HUDSON GUILD 


@ A SEG 6-O RH OO oO Heo sc 


SINCE 1895 441 West 26th St. * New York, N.Y. LOOOL © Tel: (212) §24-6700 


BOARD OF TRUSTELS 
MRS YRUS H. NATHAN 


February 5, 197) 


Ms. Beverly Getzen 
United States Corps of Engineers 
26 Federal Plaza, Room 2106 
New York, New York 10007 


Dear Ms. Getzen: 


I would like to go on record as being opposed t2 the 
present plans for housing over the Vehicle Main‘enance 
Facility in the block between 28th and 29th Streets, 
Ninth and Tenth Avenues. It is my opinion that there 
are many problems involved with such an arrangement. 

I strongly recommend that an alternate site be chosen 
for the Vehicle Maintenance Facility and that the 
block named be all housing for low and middle income 
families. 


Sincerely, = 


¢ a / / 
R. Edward Lee, C.S.W. be: 


Executive Director 


REL: dbk 


MRS. ALEXANDER E 
MRS. JAMES H ¥ 
HONORARY TRUSTEES 

WILFRED A. OPENHYM 
MRS. ARTHUR L. STRA R 
HERBErT A. WOLF 

DANIEL CARPENT: 

Director Em 
DR. JOHN L 

Founder and Head W 

1895-1942 


R 


HUDSON GUILD-FULTON CENTER FOR SENIOR CITIZENS, 119 Ninth Avenue 
EDUCATION CENTER, 447 West 25th Street e CHILDREN’S CENTER, 459 West 26th Street e CULTURAL ARTS CENTER, 457 West 25th Street 
HUDSON GUILD FIELD CENTER, 264 Tenth Avenue e HUDSON GUILD FARM, Andover, N.J 
PROJECT SHARE, 466 West 23rd Street e NEIGHBORHOOD REVITALIZATION, 420 West 26th Street 
Soa HOMEMAKING AND FAMILY MANAGEMENT, 457 West 25th Street 


(ey Cee tae ee ih weil 1151 


ssi) AMERICAN FEDERATION OF GOVERNMENT EMPLOYEES 
AFFILIATED WITH THE AFL-CIO 


oy 252 SEVENTH AVENUE, NEW YORK, NEW YORK 10001 


February 5, 1974 HARKY H. ZUCKER 
365 WEST 28th STREET 
NEW YORK, WN. Y. 10001 


Ms. Beverly Getzen 
Army Corps of Engineers 
26 Federal Plaza 

New York, N. Y. 10007 


Dear Ms. Getzen: 


I am informed that Thomas Daubner was to have géven the Army 
Corps of Engineers abstracts of the hearings on the Motor 
Vehicle Maintenance Facility before Community Board # 4 

but has not done so to date. I am assuming that the Corps of 
Engineers is entitled to receive a copy. 


On the basis of my information and assumption, I am enclosing 
a copy of my remarks. The added material at the bottom 
reflects the oral ststement made in that regard at the 
hearing. 


craic 


HARRY H ma 


resident. 


TO DO FOR All THAT WHICH NONE CAN DO FOR HIMSELF 


JSimueary 8, 1974 


I appear as a wether of Community Jonsd # 4 and ma Chafemen, Conoittse 
on Legislation end Community Affeira of ths workmon*a Chrelie Penn 
south Granch 1076 with a manbership @? 5&6 member. 


Ian constrained to protest tho absanie of a sienhberaphia roporter 
at these hoarings. Un sorfous reflecsion and after attsnoing thraa 
of the hearings, I am led to the cone lesion that there can lw no 
ciscernible racord at these heardnoy which proporly reflects the 
grave concerns of thie cormunity with respect to the eorfoun und 
Procipitous chances which will obtain from the construction of the 
Sanhattan Vehicle ‘aintenance Facility of thy United Sta’.es Pretal 
Service on the forgan Annex SLte. Ww) are therefore comaliiea! to 
subnit this abstract in lfeu of a ful statenont and we do ‘hie afte: 
having registered cur protest and tn vecocnition of the inaiieijuacy 
of opportunity to brane 8 full and wnfettered representation. 


We regret to report thet we find the Unvironnental Statepant to bo 
inadequate for the purposes for which tt is being employed. Firstly, 
we note that the rezort doaling with nir quality mas not bared on 
original findings by thoso charged witit tho responsibility mor undor 
the control of those so charged. Indeid, at Paraoraph Col, Pace Il=7, 
wo note the statencnts, “ © * © exist!ng air quality data are 
relatively scarce for these conteninants * * * © and "Prarent efir 
Quality in the vicinity of the project site han bwan estinated Pros 
avallable data from th @ New York Chliy Department of Air Resources 
(RYCOAR), Including thea 1972 ALy fund. y boplomentation Flan Contre} 
steatogy fo, Carbon monoxide (CO). hyiirccarboans (11C), end aitrocgen 
oxixcias (Woy )." 

The Environmental Statemon$, which {£9 dated 15 Nevamber 1973, toms 
not show er roflect the date or datos of actual tosting. 


The &nvironmental Report fails to reflect sertous atmospherle channrs 
resulting from the aneroy coficitt and crieis which the Federal Enercy 
Administrator informs us will ba with us until tha mid 19000. The 
report failea to reflost the impact tht tho lomecning of rartreinte 
“dirty feals* such ae high eulphor content of] or return te the 
a of coml will have on this comunity with the wopening of 2 
cshlele maintenance facility. 


+ 


isc, So@ Environnental Report beconen obrolxte and meaning) ees with 
re *% te the currant atrto of our m'imenphere and as to pre deations 
inte The 198Cs, 


‘oe mta, with reoro$, \that thse nvironnental Statement obscures ite 
a Findings in terna other then the critoria provided undar Title 4, 
nil ot SO, Coce of Federal Relyulations. 
PART 
No acain note, with regrot, that eerious consideration wes not accorded 
to elternates sitas. 


vo o¢ta the adeisasion that * * * @ faderal standards outlined in Tebls 
(I-2 ore occasionally oxcocded for all throe polbutants in médtown 
enc ttane”® Ascuming the validity of this conclusion for tho arae of 
the -orpan énncx aite, tha pollutant quality of the alr would bo 

conc. dorably more incroases with the use ef the Vehicle Maintenarce 
Fawkllity. 


da neta that tho astimate far farbon menoxids on the upper floors of 
tha tower will emount to 47 ppm (C+24). We eluo note thet 40 cFR 
$0.3 shows this pollution to ba considerable above the safety margin. 


“oe hove received aceurances by the Corps of Engineers that the .. 
pollution valuos in the area will be within the safety margin. Yost, 
ug nota thet the proposad housing will be complctely couble soaled, 
gt the windove, end have round the cloch eir conditioning. The 
oxioting schist hatweon the assurance and tha action places a maximua 
tact on crecence. 


‘aon inquiry, we wera informed st a previous hearing, that there 
noule bo waiting lines of vehicles alonn Ninth Avanun, awaiting 
adoicaian te the facility. SGacauso cf the vory nature «” the facllity, 


there would ba s large numbur of vohiclas in verying degre» of 
disecpaite when edded te the crea pddlution in existence. ore is 
valid rnason for grava concorne 


im all tha dineucsion, oo aoriaus attention has been eddresead to the 
pevalen of inversions, particularly undar the stress of ve adds 
purdkution atemming from tha Vnilele "alnmtanance Facllifty. This problea 
eannot fe eased off by a mora assertion that traffic would ba ; 
meckiled in accordance wlth the spocitics in tha promises. Asr ura ices 
ate non-anforesble. The ans AR Twat be absalutely fool proof. “any 

of tha rasidants in adjecentJale acndior chtizen® who are easy prey 


toa pulmonary and othar sindilar dispasas. 


{th eospret to nedeo pollulion, Filourg IIl-7? shows the preannt firings 
en viath 4venue so 69 che. the mavfan, an alicien on Figure Ile3 is 65 
ehe os Fann sauth Houses eiih eo hich of #0 dbse At Publie School 33, 
fe 36 dhe with a hich sf 89 dos. Ne othor findings ara showne Wish 
ihe evont of the heavy trafiie cantemplated by the proposed fucility, 
taueuld be vety moderate dndoeod to charoctarifea the projoctian as 
horcenigouse Living 4n the vicinity of the proposed facility would 
becana molgh imooeolible. 

patterns 
ihe teaffle pattamm resultisg from the proposed facility would no. only 
Cache low a noxiavs contaumbiiats but would also bring about extremly 
uonvecous hazards to our childron, our eanior eltizons and other “helesa 
rosigete. The vibraticna o1 tha othor stroets resulting from the in- 
creacad diverted traffic would eedancer our gue and weter pipes, imag 
atiior thingse The pattern would eoeee nolea pollution in an otherwise 


a culat proidortial dlstriat dustroying the district mithout 
really promoting tha walrare af tho Fedoral Covernsant ond its 
soocle ae would obtain warn the facility to be constructed in the 


altcrnmkte eite previously recammanded by others at Tith Avenue 
and Sand Stractp tha aby} ate 


~ 
ye cren the Urfitad States ‘estal Sarvice to recognize the strangth 
J wed dneres of apponktian to thie focllity amanq the infarmed 
/ ro chars e® C(holone. we cerpectfully again urge that tho alte: nate 
cour ty afve. eogious consideration and thet the initod States 


al teevien oan ita sedlestive mind end heart to the neods 


ater ¥ 


e.. 


i 
i | oa” ino poople of Chelsea, 


Wy atad stronmily behind tha move to croate integrated housing 

ty .nelude tha peogle of Lhe lower, moderate and middle incare 
lovahe no as to promote tha well being of our people rather ther: 
t) anddle them with o denjerous, poisonous and deplorable 


aituntione 


\ Respectfully subaitted, 


HARRY He ZUCKER, 
Chairman, 

me Logislation and Community Affalrds 
Jarkmon*s Circle, Sranch 1076 


| oe a —— we ore 
Recht fof port hone tefl, 


Kote cavvetalbhcne =tihiestinilbtnid. tema 
/ 


/ Pe r 
Noe Dicken etre te heey, 


The Environmental Statement treats each type of pollutant,on a separate basis as if 
it weew were isolated and the only pollutant present and entering the human body. This | 
type of approach fails to recognize the fuli impact of all of the pollutants on the organs 
and on the total person, Such failure invalidates the rationale upon which the 
conclusions of the Environmental Study wag@€based. The conclusion cannot be avoided 
“hat, when a number of pollutants enter the body,each pollutant has a deleterious 
affect and ve must consider the sum total of=whet=teppenms of injur y and damage | 
and not the isolated affect of each pollutant. | 


West Twentie th Street Block Association 


9 ee 5 et ipescnantetie i iaecan ae ae ee SS SS ee eee 
© 400 BLOCK WEST 20th . STREET, CHELSEA HISTORIC DISTRICT, NEW YORK CITY, 10011 


February 8, 1974 


Department of the Army 

New York District, Corps of Engineers 
26 Federal Plaza 

New York, New York 


Attn: Ms. Beverly Getzen 
Mr. F. R. Pagano 


The West Twentieth Street Bock Association, 400 Block, 
opposes the present plan to construct a United States 
Postal Service Vehicle Main’ enance Facility on the 

400 Block between Ninth and Tenth Avenues at 28th and 
29th Streets. 


The conception presented to the Chelsea community is 
unacceptable environmentally, as to air, noise, traffic 
and aesthetically. It represents poor city planning 
and is inappropriate usage of a block ina residential 
area. 


The West Twentieth Street Block Association, 400 Block, 
endorses the alternate site proposal to construct the 
Postal Facility within the Pen Central 30th Street yards 
and to preserve the 400 Block between 28th and 29th Streets 
exclusively for housing. 


Yours truly, 


Rowena 
Assistant to Chairman 


(200 WEST 21-2-3 STREET BLOCK ASSOCIATION 
760 324 West 22ND Street 


New Yorn, New Yorn 10011 


tatenent Delivered te tlanniny @ard ,; 4 at ublic 
Nearing re erparn 47 @X---Janusry l/l 
"he 00 eat lock Tseeciatien 21,>2 SF treete yiewe w4 th 


’ 
alarm the nrep-sed censtructien of ever R00 units of haveine 
atep @ VF fer 1,000 trucks en the “eran Annex site, 


e are cercerned siveut the noise and air rnellutien which wil) 
adied te sur Jecal streets already everburdened by traffic, 
yy 249 nicht. 


e are Cencsirned adeut the emissions frem tha Vik which will 
e arserbded hy the residents of tiie apartment comrlex helew 
ee well «s be al] nei;:nberine “uildin ys. 


* are cencerned fer reth the health and wallheine eof all these 
whe use Chelsea Psrk, the enl:; recrestienal fecility in the sres, 
'@ are cencerned that the nrepesed heusins wil] raecuire air cen- 
iitiening in each apsrtment; thus adding te the enarpy ert 


[nis Fleck asseciatien supperts the censtructien ef lew and 
~“jddle inceme heusing en the  erv‘an Annex site but we are epnes- 
te its being ouilt en tep ef a VF fer the testal “ervice, 


ti 
a 


'a@ feel that tha cemnuunity is being “railresded"” inte scceptinr 
a "nackape deal" which is envirenmentally unseund frem hoth an 
ener:y and health reint ef view, in earder te cet hadly neeried 
heueins. 

e enderse the prepesal te exni*le tre vanwibility of cerstruct- 
in the JNF en tne site ef tre Yen: erntral vards between 70th 
and 7> Stre«ts. 


Ke tz 


Environmental -. wictee of Planning vo. 
January 23, 1974 witkh-—Creirmanimiaxceiane Soh 
uhe—-dsscussien. 


he weaknesses and fullacies of the Revised Draft Environn 
catement for the U.S. Postal Service's Manhattan Vehicl 
enance Facility were discussed in 


Dr 
Pro 


Section 1 A. 
"The VMF porti 
£00,000 square 
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snolit-level design to conform wit! 2 sion 
site, with two levels below i : 7 
gxvade on the Nint:. ana nt! 
ing is to be pr vided 
and 30 officia:-use eztos. 
service and repair baya, ; 
Dispatching 


“2,200 adrivers 
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29th Stree t 

Public use of the 

movenents would Let 
icult condition: 


cur ity Cees SEG ov ne Fostal Sexvice. 


Tne guestion of centr.lizution vacsus cwcentralization 
services was brought up. ‘his orcblen & been intensis 
wf the recenc joi cal emp] : ; 
Posta 1 installatic 

With whicna activiti 

centration of services 


Taere is no guarfitec. in 


‘Sue Multitude of <wirces an 
pollution problem in Midtown } 
very difficult to determine 


levels of air quality In _ 
aetermine the influence of o 
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Page Bel2 (Bs. te) ) 
Most of the present movements 
to divert to streets north of 


The statement that 
is questioned. Al 
sideration given t 
or to the 2000 car 
Street Expansion 
looked. 


The ambient air quality figure 
110tn Street in Manhattan--rnot 
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Avenue between 43rd and 47th & 
be under construction by Sprin 
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This statement that th 
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Center, the West Side 
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and compared f 
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“She Garment Center Urban 
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Strategies ol 
Plan, those calling 
alternatives and ins 
prograss should serve 
area. Such strategies i 
atfecting emission rates. Overall transportecioa i 
ment ana traffie control proyrems are expected to recuce 
vehicle emissions in the approximate rande of 3 to Z5 
However, no specific precgrams which woulc reduce 
street traffic vglumes have been identified to Ga 


Ocher studies 


Current West Side 
Tratric ; 
varous alternatives 
completed to cate. 


“ ar he “ec tris ~ 
some of the prelifinary 


, . “-O . . SAO 4 +A -35 
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connector ramps to existing Lincoln Tunnel ramps at jist 


— 3 ari ‘ = A ©. ~ 
petween Ninth and Tenth 


Fas Vit at 
" Coas G2 proposeé Vira; 


Pee + sceeunm 4 he ar . 
sence, xvecoimit tee ~and oO a 


site clearance. 


pplicy as preserte 


The Committee feels that 
projected housing has no 
on this site. 
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The Committee discussed 
Environmental pregrams cue 
changing conditions. 


Environmental 
makes 


The only Environment 
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on the residents : = imnedia 
considered. There i: 5 & statemenc 
general area. 
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The statement as to the insact of 
is in conflict with Con Edison's 


No consideration has been given he hi 
City block, to the lack of firm . 
in the future, or to the unattractive architectural 


Ae ty 
bef AP PL Le 


Attachment B 


ALTERNATIVE SITE ANALYSIS - 


30TH-32ND STREET YARDS 


CONTENTS 


DESCRIPTION OF THE ALTERNATIVE ACTION 


STREET TRAFFIC AND CIRCULATION 
Postal Vehicle Travel 

Peak-Hour Traffic 

Early Morning, Late Evening Traffic 


Comparison to Proposed Site Operations 


AIR QUALITY 
Changes in Air Quality due to Traffic Emissions 
Impact of the VMF Exhaust Vent Emissiuns 


Housing only on 29th Street Site 


ENVIRONMENTAL NOISE 


Impact on Ambient Noise Levels 


Impact on Housing at Grade on Proposed Site 
(29th Street) 


OTHER HOUSING ASPECTS 
Cost Comparisons 


Social Comparisons 


TABLES 


VMF Truck Movement Summary 
Weekday Peak Hour Traffic 


Average Weekday Peak Hour Traffic: Alternative and 
Proposed Sites 


Early Morning, Late Evening VMF-PMC Volumes by 
street Segment with 30th-32nd Street Yards VMF 


1980 Daily Postal Vehicular Carbon Monoxide Emissions 
CO Emissions on Avenues adjacent to the Alternative Site 


Results of Worst Case Analysis of CO Concentrations due 
to the VMF Vent Exhaust 


Worst Case One-Hour CO Concentrations Outside and Inside 
Tower Housin® Unit 


Worst Case: Eight-Hour CO Concentration Outside and 
Inside Ninth Avenue Tower Housing Unit 


FIGURES 


Alternative VMF Project Location 


Comparative Impacts of Ambient Traffic Noise along 
Ninth Avenue on Siting of Housing 


DESCRIPTION OF THE ALTERNATIVE ACTION 


An alternative site for the VMF is advocated by various groups with- 
in the Chelsea community. This alternative, first advanced at a 
series of recent meetings of Community Planning Board No. 4, would 
relocate the VMF to the city block bounded by 30th and 32nd Streets 
and by Tenth and Eleventh Avenues. The site, called the 30+4-32nd 
treet Yards, is diagonally opposite the northwest corner ot Morgan 
Station, as shown on Figure 1. Under this VMF relocation pro- 
posal, the low- and moderate-income housing project would remain 
at the 29th Street site. 


The southern and central portions of the: 30th-32nd Street Yards site 
are presently occupied by two one-story industrial buildings housing 
rail-truck terminal and warehousing operations, and related loading 
areas. A rail viaduct along the north side of 30th Street once 
provided rail access to Morgan Station, but service has been elim- 
inated. A branch to the south, running parallel to and just west of 
Tenth Avenue, serves other West Side industry. 


Under "build" options currently under consideration by the West Side 
Highway Project, a viaduct connector between a new West Side Highway 
and the existing Lincoln Tunnel access ramps would be constructed 
across the site, directly to the north of, and parallel to, the rail 
viaduct. 


The northern portion of the site is occupied by a truck parking area 
recently leased by the Postal Service for parking of postal vehicles. 
Site elevations on the northern portion range from approximately 10 
to 25 feet below adjacenc 32nd Street and Eleventh Avenue, the latter 
constructed on a viaduct along the western border of the site. This 
northern portion would likely be the most suitable part of the site 
for a VMF development. Thirty-Second Street, a single-block, two- 
way, virtually unused street would offer access and maneuvering area 
directly to both Tenth and Eleventh Avenues, much as the adjacent 
avenue accessibility with exclusive use of 29th Street at the pro- 
posed site. A multi-story VMF of dimensions comparable to the pro- 
posed VMF would be likely to be required to fit within the block site 
after deduction of rail and proposed West Side Highway encroachments 
ana to conform to the site elevation differences. 


The blocks surrounding the alternetive site are predominantly in 
commercial and transportation use, as shown in Figure II-11 in the 
Revised Draft Statement. Primary activities include rail and truck 
goods distribution and warehousing. The east side of Tenth Avenue 
between 31st and 33rd Streets is occupied by a relatively recently 
constructed Garment Trade Building, a 250-foot-high office-industrial 
building. One residential structure remains at the northeast corner 
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of Tenth Avenue and 30th Street. This is a four-five story "old- 
law" tenement which, according to the 1970 Census, contains 18 
dwelling units housing 44 persons.* Both the site (M1-5) and 
surrounding blocks (MI-5, Ml-6, and M2-3) are zoned for commercial 
and manufacturing develoyment, including activities such as the VMF. 


STREET TRAFFIC AND CIRCULATION 


POSTAL VEHICLE TRAVEL 


Changes in daily postal vehicle travel for VMF garaged vehicles 
were studied in the same manner by which the proposed 29th Street 
site was assessed. The number of daily movements and travel dis- 
tances between present garage and site locations and 30th-32nd 
Street Yards and the first (or last) postal station stops were 
compared. Daily vehicle mileage of the various postal vehicle 
types are summarized in Table 1, and con,..ed mileage for both 
present and proposed 29th Street site locations. 


Postal vehicle movements were assigned to the street system 
assumins: 


(1) Two-directional postal vehicle operation on 32nd Street from 
entrances located similar to the proposed plan for the 29th 
Street site, allowing direct movements to Tenth Avenue north- 
bound and Eleventh Avenue south- or northbound (entrances 
directly on the Avenues would provide similar circulation) ; 


(2) Nortinbound VMF traffic using Tenth Avenue, southbound VMF 
traffic using Eleventh Avenue; 


(3) \VMF to PMC traffic using Eleventh Avenue and 30th Street, 
with PMC to VMF return via Tenth Avenue; and 


(4) Other PMC traffic using Ninth Avenue southbound and Tenth 
Avenue northbound. 


The assumed circulation routes, as those for the proposed 29th 
Street site, represent a "proposed" pattern only and would be ad- 
justed as conditions warrant (see Section VIII.C.3.(a)). Use of 
Tenth Avenue for northbound movements offers generally more favor- 
able operating cenditions and slightly iess overall] travel than 
alternative use of Eleventh Avenue. As shown by the proposea site 
analysis, present air quality and noise levels are not significant- 
ly altered by shifting of the Avenue routing patterns. 


* See Appendix A, Tables A-3 and A-5. 


Table ” 


' VMF TRUCK MOVEMENTS - SUMMARY 


Present 
Vehicle 
) Mileage 
1/4 to 1 Ton Units 
eLeroy st.) 287 
»Piers/34th st.(1) 568 
Subtotal 855 
2 Ton Units 
s Leroy st.() 123 
= Piers/34th st. (1) 722 
Subtotal 845 


5 Ton Units - 24th st.(!) 710 


Diesel Tractors - 


4 
3ath st. ()) 610 


Totals %,%20 


(1) 


Present Garage Location 


(2) 


From Present Mileage 


Vehicle Mi’eage 


ws th@ym™ 
30-22 29th 
Yards Stree. 
760 693 
521 488 
1,281 1,181 
325 297 
644 622 
989 919 
570 470 
1,080 950 
3,920 3,520 


Vehicle Mileage 


Change(2) 
30-32 29th 


Yards 


+473 


- 47 


+426 


4590 


Street 


+406 
- 80 


+326 


+174 
-100 


+ 74 


-240 


B.2 


B.3 


B.4 


PEAK=HOUR TRAFFIC 


Traffic movements generated t <.e VMF, PMC and housing projects 
(housing only at 29th Street s ...) during peak A.M. and P.M. street 
traffic periods were added to p sent volumes using the same pro- 
cedures a~ .4scribed for the 29th Street site (see Appendix B). 
Resultani ~:ak "post development" traffic volumes and composition 
a,. shown in Table 2 for Tenth and Eleventh Avenues adjacent to 
the alternative VMF site and in Table 3 for the stiscets in the 
proposed site study area. In the latter table, post-development 
volumes under both the proposed and alternative site locations are 
shown .9r comparative purposes. The greatest differences occur 
during the A.M. peak on the westbound streets and Tenth Avenue 
north of 29th Street, since public traffic divisions from 29th 
Street would not be required with the alternative site. Jn 31st, 
33rd and 34th Streets, volumes under the alternative site arrange- 
ment would be essentially unchanged from existing volumes, minor 
reductions occurring as a result of the transfer of preferential 
mail operations from GPO to Morgan Station. 


EARLY MORNING, LATE EVENING TRAFFIC : 


Postal vehicle movements during the normal sleep periods most 

critical for the assessment of noise impacts are identified in as 
Table 4 for each of the proposed study street segments and for ru 
Tenth and Eleventh Avenues in the vicinity of the alternative site. 

The 5 A.M. to 7 A.M. period corresponds to the period of greatest 

total postal activity, the latter, due partly to the proposed re- 

scheduling of movements away from the evening rush hour, to the . 

period of peak heavy-duty truck traffic. > 


COMPARISON TO PROPOSED SITE OPERATIONS 


The alternative site would be somewhat less efficient for postal 
vehicle travel, as described in Section B.1, including increased 
street circulation between the VMF and Morgan Station PMC. The 
alternative site, however, would eliminate the need to divert nor- 
postal traffic from West 29th Street which, without remedial pa: King 
enforcement and other traffic control measures, would adversely 
affect other westbound routes. Overall, impacts on existi.g street 
operations under either alternative would not likely be significant. 


Advocates of the alternative site point to (1) potential Penn Central 
rail connections, (2) direct ramp connections to a West Side Highway- 
Lincoln Tunnel connector if the latter is buiit, and (3) use of the 
existing over-the-street rail viaduct to Morgan for truck maneuver- 
ing as advantages of;the 30-32 Street Yards location. 


Table 2 
WEEKDAY PEAK HOUR TRAFFIC 


Vicinity of 30-32 Street Yards Site 
A.M. Peak Hour P.M, 
Total % Trucks & Buses Total 
Vehicles Gas Diesel Vehicles 
Tenth Avenue 
North of 32nd St.: 
existing 1,000 40 6 1,500 
with VMF at 
30-32 Yds. 1,015 40 6 1,510 
South of 32nd St.: 
® & existing 1,000 40 6 1,500 
with VMF at 
30-32 Yds. 1,030 40 6 1,525 
Eleventh Avenue 
North of 32nd St.: 
existing 750 25 5 750 
with VMF at 
30-32 Yds. 755 25 i] 810 
® South of 32nd St.: 
existing 750 5 5 750 
with VIF at 
30-32 Yds. 770 25 6 775 


ole 


Peak Hour 
% Trucks & Buses 


Gas Diesel 
25 5 
25 5 
25 5 
25 5 
30 5 
30 5 
30 5 
30 5 


Table 3 


AVERAGE WEEKDAY PEAK HOUR TRAFFIC - ALTERNATIVE AND PROPOSED SITES 
Proposed Site Study Area 


A.M. Peak Hour P.M. Seak Hour 
% Trucks and Buses % Trucks and Buses 


Gas Diesel Total Vehicles Gas Diesel 
T5th St. 30-3 Sts. tH St. 30-3 Sts. 20th St. 30-32 Sts.” oth St. JO-I0 Sts. th St. BW-Ie Sts. th St. 
Site Site Site Site Site Sate. see SRR Site site 
1,700 10 
1,420 25 
1,505 20 
1,410 
1,465 
t,ot5 
1,830 


> FOO WwW wwe 


w 


50 
(2) (2) 
150 15 ’5 
) 260 3 35 - 170 170 20 
‘10 -260/310°3) 30/25 — 30/2583) 260/230  260/230'7) ovis ~—r0y1563) 
M0 380 20 20 315 315 15 15 
50 35 35 100 100 30 
300 20 20 250 250 
250 15 15 410 430 15 


“3 
3 
2 
2 
2 
5 
3 
1 
2 
1 
1 


—~—- BOS" Ww wR ww 2 Ww 


- Negligitle See Figure B-1. (2) Postal vehicles only - volume varies within seqrent. 


Volumes shown are from Tenth Street to apartment parking entrance ramp and from 
exit ramp to Ninth Street, respectively. 


Table 4 


EARLY MORNING, LATE EVENING VMF-PMC VOLUMES BY 


STREET SEGMENT WITH 30-32 YARDS VMF 
4 to 2 Ton, & Ton and Diesel Units 


(I) see Figure B-1 for Segments A to U (Appendix B) 


aie 


y-2 
Ton 


10-11 


5 


Ton 


42 
25 


5-6 A.M. 6-7 A.M. 
Street (1) G2 S Sa Boe 
Segment Ton Ton Diesel Ton Ton Diesel Ton Ton 
A - a ‘zs s = “ 
B bl ae . 1 9 
C Li’ - ] 9 
D ; a . 2 16 zZ 
E 1 AG 5 ees 4 
F r 4 5 : es 4 
G 2. 42 5 eo 2e 4 
H 77 2 4 86 2 4 
I - 16 - a Ry - 
J i) ee - ge . 
K Ke bos - ] 9 | 
L - - - - - - 
M as = = a ch i 
N 1 IN - | eee 1 
0 ” “ ‘ - - ma 
f°) we = < - os 
Q - - - - - 
R 2 = - = 
S -- “ “ He = = 
T - 3 - : = t 
J = = a = “ 
Tenth Avenue 
30-32 Sts. EO ad 5 1 19 4 
North of 32 5+ 81 14 4 92 8 4 
Eleventh Avenue 
30-32 Sts. re . 86 13 4 
North of 32 St. - 2 5 - 


P.M. 


Diesel 


10 
1] 


11_P.M.+Midnight 
a 5 


37 
21 


Diesel 


12 
13 


C.1 


If and when rail and/or subway mail transport become practicable, 
suitable connections between the point of mail processing, Morgan 
Station, and such rail facilities already exist. As indicated in 
Section V.D.3, the Postal Service is participating in the planning 
of, and anticipated use of, rail access to area airports. Direct 
ramps to an elevated connector proposed to pass through the south- 
ern portion of the 30-32 Street Yards site if a West Side Highway 
"build" option is implemented would be "possible". However, since 
only a portion of the VMF movements would be affected and access 
to a "connector", if built, would be nearby in any case, no sub- 
stantial benefits from such ramps occur. Use of the existing rail 
viaduct for vehicle maneuvering would be imp,acticable since the 
Morgan loading docks are all at street level, the second level ac- 
commodating mechanical processing equipment. 


AIR QUALITY 


CHANGES IN AIR QUALITY DUE TO TRAFFIC EMISSIONS 


One impact on air quality if the VMF were to be constructed on the 
alternative site is a increase in the daily emissions of postal ve- 
hicles operating from the VMF as compared to both present and pro- 
posed 29th Street site movements. Table 5 depicts the carbon monox- 
ide emissions in grams per day for VMF postal vehicle movements with 
present, proposed 29th Street, and alternative 30-32 Street yards 
garage locations. As the table indicates, postal vehicle CO emis- 
sions would be approximately 12 percent greater for the alternative 
site than for the proposed site. As compared to CO emissions with 
present garage locations ("Without VMF"), the alternative and pro- 
posed site emissions would be approximately three percent greater 
and eight percent less, respectively. 


The relative changes in emissions on Tenth and Eleventh Streets 
adjacent to the alternative site were assessed by calculating 1980 
vehicular emission estimates with and without the proposed VMF proj- 
ect. Table 6 presents carbon monoxide emissions, in grams per hour, 
for the morning and evening peak traffic hours. There would be a 
slight increase in emissions for both the A.M. and P.M. peaks to the 
addition of postal traffic. 


In the 15-block study area evaluated for the proposed site, minor 
differences in air quality from the proposed and "without VMF" 
actions would occur. Overall, however, emissions and air quality 
levels would be similar under any of the three cases. No increase 
in congestion is expected as a result of the changes in traffic. 
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Table 5 


1980 DAILY POSTAL VEHICULAR CARBON MONOXIDE EMISSIONS 


(grams/day ) 
With VMF 
Vehicle Type - ards th Street 
1/4 to 1 ton 19,856 18,306 
2 ton 174,657 162,295 
5 ton 100,662 83,002 
Diese’ _38, 232 33,630 
TOTAL 333,407 297,235 
Table 6 
CO EMISSIONS ON AVENUES 
ADJACENT TO THE ALTERNATIVE SITE 
(gram/hour ) 
1980 ©1980 
Street Without With 
Segment 1972 vMF  vMF(l) = 1972 
Tenth Avenue 
30th to 32nd Street 18,411 7,708 8,109 23,213 
32nd to 34th Street 18,411 75:38 7,874 23,213 
Eleventh Avenue 
30th to 32nd Street 11,613 4,054 4,336 12,984 
32nd to 34th Street 11,613 4,054 4,101 12,984 
TOTAL 60,048 23,524 24,420 72,.94 
% Reduction (2) sels 61 59 “ 


(1) at 30-32 Yards Site 


(2) From 1972 Emissions 


«ii. 


Without 
ViAF 


13,253 


149,227 
125,386 


35,754 
323,620 


1980 
Without 


VMF 


8,089 
8,089 


4,619 


IMPACT OF THE VMF EXHA!IST VENT EMISSIONS 


The alternative site VMF would likely be ventilated with exhaust 
stacks on top of the building, approximately 30-40 feet above street 
level. As the point of exhaust discharge is considerably lower than 
if located on toy of the air rights housing, the impact on ground- 
level CO concentrations will be greater. Again, pollutant emissions 
in the VMF exhaust would arise from three principal sources: 


(1) Vehicle movements in the garage during the 5-8 A.M. peak; 


(2) Vehicles maneuvering within the building any hour of the 
day; and 


(3) Vehicles being serviced within the facility. 


Since design features of an alternative VMF are only speculative, 
it is impossible to absolutely assess the impact on air quality 
resulting from the VMF ventilation discharge. A maximum CO concen- 
tration of 100 ppm in a stack should occur, if at all, only during 
the 5-8 A.M. time period. Tynical concentrations in an exhaust 
stack would likely be less than 25 ppm. 


Since the stacks would be short compared to the heights of nearby 
buildings and the VMF itself, the exhaust plume would be subject 
to aerodynamic downwash most of the time. With calm or very light 
winds (no downwash), the plume would experience mechanical turbu- 
lence due to the presence of buildings. The closest receptor is 
the Garment Trade Building on Tenth Avenue. During the 5-8 A.M. 
period the highest CO levels at the west facade of this building 
with downwash conditions and westerly winds would be about 16 ppm, 
excluding background. Without wasn, the CO level would be about 
15 ppm. The background level at the end of this period could be 
as high as 7.7 ppm. 


The traffic volume on Tenth Avenue during the A.M. peak hour is 
about 1,000 vehicles per hour. Even with poor meteorological con- 
4d: tions, the highest CO concentration from this traffic above would 
oe about 3 ppm. Hence, the total CO level would be about 27 ppm on 
Tenth Avenue. If the traffic flow breaks down due to an accident 
or other mishap, the »vollution contribution of Tenth Avenue traffic 
could rise markedly and result in a contravention of the one hour 

CO standard. The joint probability of 100 ppm in the exhaust stack, 


light wester’y winds, and stalled traffic is, of course, quite 
small, 


With CO levels in the exhaust stack of about 25 ppm and persistent 
light westerly winds, it is likely that eight-hour CO concentrations 


on Tenth Avenue would exceed the 9 ppm standard. The frequency of 
this event is about six times per year assuming the persistence of 
adverse meteorology for eight hours. 


The impact of the VMF exhaust alone on other receptors near the al- 
ternative site would be small--less than 4 ppm during the 5-8 A.M. 
period and less than 1 ppm during other time periods. Table 7 
summarizes the impact on nearby receptors. 


In summary, the impact of the alternate site VMF exhaust in itself 
would be at most 16 ppm. This could occur directly opposite the 
alternative site on Tenth Avenue. The impact on other receptors 
would be less than 4 ppm. The contribution of all sources in the 
area of VMF would not result in a violation of the one hour stand- 
ard unless the traffic flow stalls on Tenth Avenue when all other 
conditions are detrimental. It is possible that the eight-hour 
standard will be exceeded about six ‘mes per year on Tenth Avenue. 
Since the greatest potential impact uf the facility exhaust would 
occur east of Tenth Avenue, any exhaust(s) would have to be located 
as close to Eleventh Aveanue as feasible. Any impact on air quality 
would then be limited to Eleventh Avenue where the impact would be 
felt the least. 


HOUSING ONLY ON 29th STREET SITE 


The highest emissions and resulting pollutant concentrations on any 
of the streets would occur during stalled traffic conditions (some 
condition as assumed for analysis of the proposed development). 
Twenty-ninth Street, adjacent to Morgan Station, probably has the 
greatest potential for congested traffic. As a worst case estimate, 
stalled traffic carbon monoxide emissions, assuming three lanes of 
traffic, were calculated for 1980. The highest associated CO con- 
centration with adverse metecrological conditions is about 28 ppm, 
including background. This conce.tration is below the one hour 
standard of 35 ppm. 


Carbon monoxide concentrations average over eight hours must be 
compared to the 9 ppm standard. The highest weekday traffic volumes 
on the streets near the housing development occur on Ninth Avenue. 
An average eight-hourly traffic volume of 1,500 vehicles per nour 
will produce a ground-level CO concentcation of 4 ppm. Adding a 
background level of 5.8 ppm results in an ambient CO concentration 
of 9.8 ppm, which exceeds the Federal standard. The CO jevel was 
calculated assuming a wind speed of one meter/second. fithough the 
likelihood of the persistence of very light winds for eight hours 
is relatively small, the potential for a contravention of the eight 
hour st. ndard does exist for about nine times per year. 


TABLE 7 


RESULTS OF WORST CASE ANALYSES OF CO CONCENTRATIONS 
DUE TO THE VMF VENT EXHAUST (ESTIMATES BASED ON 
ASSUMPTION OF 100 ppm IN THE VENT EXHAUST) 


RECEPTOR CO CONCENTRATION (ppm) * 


Garment Trade Building ro"* 
Morgan Station 4 


. Michael School 3 
3rd Street) 


( 


t 
3 


Other Sites 


*Excluding background. 


**Contribution of all other sources would give 27 ppm as peak hourly 
CO concentration. 


As with the proposed VMF-housing development, results of the 
"Indoor-Outdoor Carbon Monoxide Study"* are applicable to the de- 
velopment of housing only on the site. Traffic on the surrounding 
streets would be the source of pollutants that would enter the 
housing units. Table 8 depicts the highest expected one hour CO 
concentrations for 1980 with height outside a housing tower and 
the associated indoor levels. Both outdoor and indoor concentra- 
tions will be below 35 ppm, the one hour standard. 


Table 9 presents the highest expected eight hour CO levels expectéd 
inside and outside a Ninth Avenue housing tower assuming the same 
traffic conditions and meteorology as previously discussed. As the 
Table indicates, the eight hour standard of 9 ppm will be exceeded 
in the lower floors of the tower. About sixty percent of the 0) 
levels is attributable to the high city background. 


In summary, the lower floors of a housing development at grade could 
be expected to be exposed to carbon monoxide concentrations exceed- 
ing the eight hour standard during very light wind conditions and 
peak traffic conditions on Ninth Avenue. The one-hour standard 
would not be expected to be exceeded. 


D. ENVIRONMENTAL NOISE 
D.1 MPACT ON AMBIENT NOISE LEVELS 
Polat) Ambient at 30th-32nd Street Yards 
Ambient noise levels at the alternative site are similar to those 


at the proposed 29th Street site as indicated by the following 
measurements along Tenth Avenue adjacent to both sites: 


Sound Proposed 30th-32nd Street 
Level (dBA) 29th Street Site* Yards** 

Lig 79 8] 

L5o 71-73 72 


*from Appendix D of Revised Draft Statement, Table D-1, 
survey 10/31/72. 


**measurements from West Side Highway Project survey by 
Bolt, Beranek and Newman, 9/26/72. 


Local traffic changes associated with VMF operations at this site 
will not appreciably increase ambient street noise levels overall. 
Any increases as may occur on individual street segments (including 


et N 


*General Electric Company, 1972: Indoor-Outdoor Carbon Monoxide Pollution 
Study, EPA-R4-73-020, Philadelphia, Pennsylvania. 
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TABLE 8 


WORST CASE 1-HOUR CO CONCENTRATIONS 
OUTSIDE AND INSIDE TOWER HOUSING UNIT 


HEIGHT (FT.) les Nie 
ABOVE STREET CO_CONCENTRATION (ppm). 
LEVEL OUTSIDE INSIDE 
0 28 28 
30 20 20 
50 18 19 


TABLE 9 
WORST 8-HOUR CO CONCENTRATION 
a OUTSIDE AND INSIDE NINTH AVFNUE 
TOWER HOUSING UNIT 


HEIGHT (FT. ) CO CONCENTRATION 


ABOVE STREET pp 
a OUTSIDE INSIDE 


0 


32nd Street) would be minor in:nature and will be of little con- 
sequence in terms of the types of commercial and industrial land 
uses affected. 


Effects of VMF Relocation on the Chelsea Community 


Relocation of the VMF will not "improve" street noise levels in the 
vicinity of the proposed 29th Street site. As noted in Section 
III.A.3.(a) of the Statement, increases in ambient street noise 
levels in the area due to postal vehicle traffic generally would 
not exceed 1-3 dBA. With Morgan Station PMC activity remaining, 
reductions of such increases would be minimal. 


Noise impacts associated with the construction of the VMF at the 
29th Street site would, of course, be avoided. Such impacts would 
be limited to only those associated with the housing portion of 
the project. The time period for and amount of excavation below 
grade, including blasting, will be appreciably shortened. 


Late Evening Impacts of Morgan Station PMC Operations 


Analysis of noise levels generated by combined PMC and VMF heavy 


truck (5-ton and diesel) traffic from 10 P.M.-12 P.M., the period 
of peak heavy postal truck activity, revealed the following sound 
level increases along Ninth Avenue at the point of highest PMC- 
VMF truck concentration (at 29th Street): 


60 feet from 200 feet from 
Noise Source Noise Source 


10:00 P.M.-11:00 P.M. 
Increase in Lj 
Increase in Ly) 


11:00 P.M.-12:00 P.M. 
Increase in L} 4 
Increase in Ljo 5.5 


During this late evening period, some 70 percent of all 5-ton and 
diesel postal truck movements are related to the PMC. Much heavy 
postal truck traffic would remain on Ninth Avenue and 29th Street 
even with the VMF at the 30th-32nd Street Yards. Noise reductions 
from the above values resulting from removal of all non-PMC related 
5-ton ana diesel truck traffic from Ninth Avenue are approximately 
1 dBA for Ly and 1.5 doA for Lj9, or roughly a 25 percent reduction 
of the original increase. 


IMPACT ON HOUSING AT GRADE ON PROPOSED SITE (29TH STREE’ ) 


Standards of the U.S. Department of Housing and Urban Development 
(HUD) for federally subsidized housing (see Page III-27 of Statement 
for definition of standards) require that ambient noise levels not 
exceed 65 dBA more than eight of 24 hours (L3, - 33-1/3 percentile). 


Based on extrapolation of data from noise measurements taken in 
locations at P.S. 33 and the Penn South apartment building alona 
Ninth Avenue representative of distances of 60 feet and 200 feet 
respectively from the single lane equivalent noise source, a dis- 
tance of 240-280 feet from the single lane equivalent noise source 
would be necessary to achieve an L33 of 65 dBA. Assuming on grade 
construction of housing, a substantial setback from Ninth Avenue 
(and Tenth Avenue) would be necessary unless acoustical measures 
were taken. 


Figure 2 illustrates the impact of existing ambient noise levels 
with air-rights construction atop the VMF and with housing at grade, 
both assuming no acoustical treatment. Because of the interposition 
of the VMF, apartment tower setbacks from the property line (or 

edge of VMF roof) need only be approximately 120 feet, a difference 
of some 90 feet from the on grade situation. Moreover, an at grade 
setback of approximately 110 feet from 29th Street would be necessary 
without acoustical treatment of housing facades with living rooms 
facing the street, due to the direc: at grade impact of Morgan Sta- 
tion loading dock activity and city traffic on 29th Street. No 
setback is necessary along 28th Street in either case. 


In short, of a block measuring 200 by 800 feet, only 90 by 380 feet 
(deducting necessary setbacks) could be utilized for housing at 
grade, compared to an air-rights area of 175 by 500 feet. In terms 
of usable block area, again assuming no acoustical treatment, only 

22 percent of the site could be occupied by housing at grade, whereas 
55 percent could be occupied by housing atop the VMF, more if the 
low-rise clusters and high-rise towers were transposed. 


Acceptable interior noise levels can be achieved for the housing 
configuration as proposed through the use of sound insulating 
windows and air conditioners, as discussed in Section VIII.C.1.(b) 
and C.5.(b). Maintenance of the same housing configuration at 
grade, would require greater outside-to-inside noise reductions 
through housing facades (at higher cost), because of closer prox- 
imity to street level noise sources. 


APARTMENT TOWER 


sredlaetaaai L33=65 dBA( HUD-"normally acceptobie") 
WITH * 

AIR-RIGHTS "¢30°8S.5 dBA 

HOUS ING \ 


Aw 4 I 
" } 
| 


@ 


APPROX. 
SINGLE LANE 
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Building Line 
& NINTH AVENUE 


a 
ui 
= 
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WITH ke 
z 
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ON & 
GRADE a, 
co 
TRIMERS STARR INERT IRE AH OPT ORRIN ROR? . a 


210'+ 
SETBACK REQUIRED 


COMPARATIVE IMPACTS OF AMBIENT TRAFFIC NOISE 


ALONG NINTH AVENUE ON SITING OF HOUSING 
(WITH NO ACOUSTICAL TREATMENT ) Figure 2 


~1g. 


E.] 


E.2 


OTHER HOUSING ASPECTS 


COST COMPARISONS 


In order for the City to provide housing alone on the 29th Street 
site, Public Law 92-313 requires that the site be acquired at fair 
market value if not used by the Postal Service. At hearings leadatiiy 
to the law, the value of the site was estimated at between $9.5 and 
$15.0 million. Housing at grade further would require additional 
investment in foundation and utility construction, estimated by the 
City at approximately $1.0-$1.5 million more than housing's $1.9 mil- 
lion agreed share of such costs utilizing air rights above the VMF. 


Total extra costs for construction of housing at grade would range 
from $10.5 to $16.5 million. Using the proposed 864-unit project as 
reflecting allowable R-8 zoning densities, this extra cost equates to 
$12,000-$19,000 per unit. With this surcharge cost, provision of 
low- and moderate-income housing at grade would be economically 
prohibitive. 


SOCIAL COMPARISONS 


Construction of housing at grade has both positive and negative 
social impacts. On the positive side, interaction between housing 
and the community would be improved with no vertical separation from 
street level. On the other hand, separation from street level may 
provide for a safer environment at deck level than at street level. 
Normal community surveillance from bordering streets would be pre- 
cluded by an elevated environment. A street level environment, 
however, would expose the housing project site to a greater ease of 
outside entry of an anti-social nature. 


The principal negative impact would be the grade level exposure %f 
the housing site to the 24-hour truck loading and unloading activity 
at the Morgan Station docks along 29th Street. The environment of 
lower story apartments and sitting and recreation areas on the site 
at grade level would be impaired substantially by the adverse visual 
and acoustical conditions attendant with 29th Street activity. 
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INTRODUCTION 


This section includes Technical Appendices describing 
the detailed background studies undertaken in conjunction 
with the preparation of the Draft Environmental Impact 
Statement for the proposed Manhactan Vehicle Maintenance 
Facility (VMF), and is provided as a supplementary docu- 
ment to that Statement. These appendices include dis- 
cussions of input data, analytical criteria, assumptions 
and procedures used in the studies, and tabulations of 
Study outputs. 
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TECHNICAL APPENDIX A 


SOCIO-ECONOMIC ANALYSES 


SCHOOL POPULATION ESTIMATES 


Estimates of school age population generated by the air rights 
housing portion of proposed VMF project were based upon the Man- 
hattan school age population per dwelling unit data developed by 
the New York City Board of Education and the City Planning Com- 
mission. School age population per dwelling unit rates are given 
for the K (kindergarten)-4, and 5-8 grade groups by type of housing 
and duration of occupancy. Estimates of school population gener- 
ated by the proposed project were made utilizing rates which 
reflect FHA 221(d)(3), UDC236, and FHA236 housing (moderate income 
units) and public housing (low income). 


These estimates are based on the following premises: 


(1) The proposed housing is to be constructed under R-8 zoning 
requirements, with 864 dwelling units and the following 
housing mix as recommended by the City: 60 percent moderate 
income, 30 percent low income, and 10 percent senior citizen. 


School age population per dwelling unit estimates are based 
upon the first and sixth years of occupancy of the housing 

development. The sixth year is chosen as indicative of the 
peak contribution of school age children per dwelling unit. 


School age population per dwelling unit for grades 9 through 
12 was based on rates for grades 5 through 8; the pre- 
kindergarten population was estimated using one-fifth of 
the K through 4 rate. Resultant school age population 
projections, by school grade group, are summarized in 

Table A-1. 


All children of school age are in public schools. This is 
a "worst case" condition since many would be in non-public 
schools or, in the case of pre-kindergarten and upper high 
school grades, many would not be in school at all. 


Impacts of the additional pupil load from the proposed housing proj- 
ect on school enrollment and utilization are shown in Table A-2. 
Post development enrollment is based on 1971 school enrollment plus 
the estimated school age population from the VMF housing project. 
Utilization rates were calculated assuming no change in present 
(1971) school capacities. 


Table A-1 


ESTIMATED SCHOOL AGE POPULATION: 
PROPOSED VMF AIR RIGHTS HOUSING 


Housing Mix ) 
umber Year of r 


ulgtign 
pe “Brade Group 

Type Distribution of Units Occupancy’ !? PK-9 6-9 I10- 
(2) 


Low Income 30 260 First 153 62 47 


Sixth 221 94 70 


Moderate Income! 3) First 112 47 36 
Sixth 232 99 78 


Senior Citizen 


(1) 


Indicates year of occupancy from date of opening of housing project 


(2) 


Public Housing 
( 
(3) FHA 236, UDC 236, FHA 221(d)(3) 


Source: Edwards and Kelcey 
(Derived from City Planning Commission and Board of Education Data) 


Table A-2 


ESTIMATED SCHOOL ENROLLMENT AND UTILIZATION 
(IMPACT OF AIR RIGHTS HOUSING) 


P.S. 22 1.S. 70 Hughes H.S. (2) 

(Grades PK-5) (Grades 6-9) (Grades 10-12) 

Rated Capacity (No.) 966 1,654 3,120 
‘oh 

Enrollment (No. ) 555 1,334 2,604 
Utilization (%) 57 8] 83 
With Air Rights 
Housing 
Enrollment--First Year 
of Occupancy (No.) 820 1,443 2 687 
Utilization (%) 85 87 86 
Enrollment--Sixth Year 
of Occupancy (No.) 1,008 1,527 2,752 
Utilization (%) 104 92 88 


Schools, 


Enrollment and capacity as of October 29, 197T. 


High school students can attend Charles Evans Hughes or Seward Park High 
Since the latter is presently over capacity, all project high 


school age students from the VMF housing project have been assigned to 
Hughes H.S. for purposes of analysis. 


Sources: 


Utilization of School Buildings 1971-1972, City of New York Board 


of Education; City Planning Commission; Edwards and Kelcey. 
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BLOCK AND TRACT STATISTICS 


Data from the 1960 and 1970 U.S. Censuses of Population and housing 
were summarized in tabular form as background input to the evalua- 
tion of socio-economic conditions and impacts. The four census 
tracts lying wholly or partially within the primary impact area of 
the proposed VMF are Tracts 93, 97, 99, and 103. Since present 
(1970) Tract 99 consisted in 1960 of two separate tracts, 99 and 
35, 1960 Census data from Tract 35 were combined with Tract 99 

data to provide a compatible base for analysis. Housing data tabu- 
lations for each of the tracts are found in Tables A-3 and A-4. A 
map illustrating the census tract boundaries can be found on Figure 
II-13 of the Environmental Statement. 
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LYOUSING SUPPLY 


c Boundaries 


Eighth to Ninth Avenues 


22-23 Street 
‘ -24 street 
4-25 Street 


25-26 Street 


Ninth to Tenth Avenues 
-23 Street 
-24 Street 
24-25 Street 


25-26 Street 


Sub-total Census Tract 93 
? 
Eighth to Ninth Avenues 
x 26-2& Street 
28-29 Street 
29-30 Street 
¢ Nintn to Tenth Avenues 
26-28 Street 
28-29 Street 
Sub-total Census Tract 97 
Proposed VMF Site 
3 Loss 


Table A-3 


BY CENSUS TRACT AND BLOCK 


1960-1970 


1960-] 


Numerical 
1960 1970 Change 
1093 i120 { (3) 
393 298 (95) 
655 788 133 


43 atl 328 
1096 502 (534) 
324 5 / oO 


(Continued) 
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boA 
76 
(49 


A-3 (Continued) 


1960-1970 
Numerical Percentage 


Block Boundaries 1970 Change Change 


to Ninth Avenues 
30-31 Street 
}1-33 Street 

3-34 Street 


Ninth to Tenth Avenues 
30-31 Street 


33-34 Street 


Sub-total Census Tract 103 


ry 


<leventh Avenues 
Street 
Street 
Street 
Street 
Street 
Street 
Street 
1 Street 
1-30 Street 
30-32 Street 
33-34 Street 
34-35 Street 
37-38 Street 


20 
ea 
23 
24 
25 
2 


~] 


Sf 


~m 


Sub-total Census Tract 99 


Total Housing Supply 


Source: U.S. Census of Housing. Block Statistics. 1960-1970 


( ) Loss 


i a) Table A-4 


HOUSING SUPPLY CHARACTERISTICS 1970 


’ 
Census Tract 
2 3 97 99 103 Totals 
Tenure (Units 
Owner Occupied 1,203 1,298 l 4 2,496 
Rental Occupied 4,566 1,104 204 799 6,673 
‘ Units Lacking (Units) 
\ Bd Sicha aecnrtcohatnt a MNS 
Plumbing 1,002 280 20 294 1,596 
Kitchen Facilities 735 133 9 277 1,154 
E ; (1) ef . 
Percentage Overcrowding 3 3 8 5 
BE th el it ELE LT a 
te Median Rent ($/ Month} 11] 104 73 132 
Room Distribution (%) 
a 
1-2 Rooms 46 21 21 79 
3-4 Rooms 47 68 66 20 
6 Rooms é 10 13 l 
7 or More Rooms ] | - - 


1.01 or more persons per room. 


Source: U.S. Census of Population and Housing, New York SMSA, 1970. 
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Table A-5 


TOTAL POPULATION BY CENSUS TRACT AND BLOCK 


1960-1970 
1960-1970 
Numerical Percentage 

Block Boundaries 1960 1970 Change Change 
Eighth to Ninth Avenues 

22-23 Street 1598 1219 (379) (24) 

23-24 Street 295 410 KES 39 

24-25 Street 345 1486 1141 33) 

25-26 Street 268 615 347 92 
Ninth to Tenth Avenues 

22-23 Street 1660 817 (843) (51) 

23-24 Street 2803 2413 (390) (14) 

24-25 Street 1257 928 (329) (26) 

25-26 Street 1539 2241 _ 102 46 
Sub-total Census Tract 93 9765 10,129 364 4 
Eighth to Ninth Avenues 

26-28 Street 409 2138 1729 423 

28-29 Street 44 676 632 1436 

29-30 Street 1697 992 (705) ~ 
Ninth to Tenth Avenues 

26-28 Street 1344 1145 (199) (148) 

28-29 Street = OS a _ (675) (100) 
Sub-total Census Tract 97 4169 4951 782 19 


Proposed VMF Site 
( ) Loss 


(Continue@) 
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Table 


lock Boundaries 


ighth to Ninth Avenues 
30-31 Street 
51-33 Street 


53-34 Street 


Ninth to Tenth Avenues 
30-31 Street 


34 Street 


Sub-total Census Tract 103 


Tenth to Eleventh Avenues 


-20 Street 
1-22 Street 
3 Street 
4 Street 
5 Street 
7 Street 


8 Stre 


? Stre 


WrmMN WH WN ND 


O Stre 
50-32 Stre 
33-34 Stre 
34-35 Stre 
7-38 Stre 


Eleventh to Twelfth Avenues 


4-37 Stre 


Sub-total Census Tract 99 


-et 
et 
set 
et 
set 
ret 
2et 


et 


Total Population 


( ) Loss 
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1960 1970 
665 409 
= l 
479 238 
54 + 
400 607 
1598 1299 
20 276 
63 36 
68 89 

2 15 

- 2 

- ] 
11 88 
184 177 
101 _ 
- ] 
154 133 
107 14 
132 } 
= 8 
1004 859 
16, 536 17, 238 
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Change 


1960-1970 
Numerical Percentage 


Cha nge we 


(256) (39) 
l 100 
(241) (50) 
(10) (19) 
207 52 
(299) (19 
256 1280 
(27) (43) 
21 3] 
(47) (70) 
12 100 
l 100 
(25) (22) 
(7) (4) 
(101) (100) | 
| 100 
(21) 14) 
(93) (87) 
(123) (93 
5 100 
(145) (14) 
702 4 


Table A-6 


AGE DISTRIBUTION BY CENSUS TRACT 


1960-1970 


A 


Age Tract 103 


} 


Group } 0 1960 1970 


Totals 


Source: U.S. Census of Population, 1960-1970. 


TECHNICAL APPENDIX B 


TRAFFIC ANALYSES 


STUDY APPROACH 


Traffic studies were carried out to identify existing and estimate 
post-development traffic conditions, focusing on a primary study 
area bounded by Eighth and Eleventh Avenues, and 25th and 30th 
Streets. For this area the following were done: 


(1) 


Public and private agencies were contacted to assemble all 
pertinent available data on present roadway and traffic char- 
acteristics, related operational and planning concerns, and 
the proposed operations of postal vehicles. 


Supplementary traffic counts were taken during peak A.M. and 
P.M. traffic periods at the intersections directly adjacent 
to the site. Traffic operations in and adjacent to the im- 
pact study area were observed during both peak and off-peak 
hours. 


Average peak period traffic demand, both present and with the 
proposed development, were estimated for each street segment 
in the study area, as input to the evaluation of air, noise, 

é traffic operation impacts. Where appropriate, considera- 
ti. was given to related changes in traffic demands affecting 
streets outside the primary study area. 


PRESENT TRAFFIC DEMANDS 


Traffic data used to identify existing demands included: 


(1) 


A.M. and P.M. peak hour and off-peak turning movement and 
vehicle classification counts taken at nearby intersections 
on 23rd, 29th, and 34th Streets by Parsons, Brinckerhoff, 
Quade & Douglas, Inc., in conjunction with the West Side 
Highway Study. 


Automatic Traffic Recorder (ATR) counts conducted by the New 
York State Department of Transportation during May and June 
1972 at various locations on Ninth, Tenth, and Eleventh 
Avenues . 


ATR counts conducted by the New York City Department of Traf- 


fic during 1968 to 1972 at various locations on each street 
and avenue in and adjacent to the study area. 


B-] 


These data were supplemented by peak period turning movement and 
vehicle classification counts taken at the intersections directly 
adjacent to the proposed site and by vehicular counts taken in 
conjunction with noise level surveys. Each count was interpreted 
within the context of the combined set of data to determine its 
validity and applicability. As a result, a composite picture was 
formed of traffic patterns and peak period demands. 


Va_ ‘ion in traffic demand was investigated using available traf- 
fic .sunts for Ninth and Tenth Avenues, and 28th and 29th Streets 
in the vicinity of the proposed site. These streets were consider- 
ed the most significant for impact analyses and to have traffic 
patterns generally representative of the remaining study area 
roadways. Average weekday traffic volumes were selected as appro- 
priate for analysis. Weekday volumes are relatively stable with 
only minor increases from Monday through Friday, while Saturday and 
Sunday volumes drop to approximately 65 and 60 percent, respective- 
ly, of average weekday volumes. 


Inspection of the hourly variations in traffic, summarized in Table 
B-1, revealed the periods from 8 to 10 A.M. and from 4 to 6 P.M. to 
be the most critical for traffic operations analyses. Average hourly 
traffic characteristics for these periods, therefore, were used for 
basic analyses of traffic demands on the study area street system. 
At the same time, the variation summary served as a means for com- 
parative estimates of off-peak flow, including estimation of volumes 
during the peak period of VMF operation and alternate periods crit- 
ical for noise analysis. 


A.M. and P.M. average weekday peak-hour traffic volumes were esti- 
mated for each of 21 selected roadway segments in the study area, 
based on the composite of the available counts. Adjacent to the 
site, each block was considered separately; multi-block "averaged" 
segments were considered appropriate for analysis in most of the 
remaining study area. Each segment was given an alphabetic iden- 
tification, as shown on Figure B-1. 


Peak period percentages of heavy duty (over 3-ton gross weight), 
commercial (trucks and bus) traffic were also estimated, for input 
to air quality and noise emission studies. The existing peak-hour 
total volumes and commercial vehicle percentages are summarized in 
Table B-2. Estimated components of heavy duty gasoline (nearest 

5 percent of total volume) and diesel (nearest 1 percent of total 
volume) powered vehicles are identified separately. 


NORMAL TRAFFIC GROWTH 


Based on investigation of past traffic counts, total vehicle trip 
end projections and discussions with city traffic officials, no 
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Tenth Avenue. 
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significant changes in traffic are currently foreseen for the area. 
Counts over the past ten years indicate that, in general, volumes 
in the study area have remained relatively stable. The Tri-State 
Planning Commission projects a tota’ of approximately 45,000 ve- 
hicle trip destinations in 1985 for a square-mile area encompassing 
the proposed site. This compares to a 1963 figure of approximately 
48,100 vehicle trip destinations, indicating a slight 6 percent net 
loss from 1963 to 1985. 


Among strategies of the New York City Air Quality Implementation 
Plan, those calling for the improvement of public transportation 
alternatives and institution of traffic and parking control pro- 
grams should serve to reduce traffic volumes in the study area. 
Such strategies are in addition to controls directly affecting 
vehicle emission rates which are discussed in Technical Appendix 
C. Overall, the transportation improvement and traffic control 
programs are expected to reduce motor vehicle emissions in the ap- 
proximate range of 5 to 25 percent. However, no specific programs 
which would reduce study area street traffic volumes have been 
identified to date. 


Coordination with, and assessm nt of potential impacts of other 
major projects in nearby areas was carried out in meetings with 
representatives of such projects. Each project and its antici- 
pated effect on traffic in the vicinity of the proposed VMF are 
summarized below. 


(1) Current West Side Highway Project studies involve seven altern~ 
ative "program package" concepts for highway and transit 
development, ranging from a "do nothing" alternative to de- 
velopment of a new highway and transit route at the outer 
edges of new Hudson River landfills. Three of the alternatives 
would likely require Federal Interstate funding, thus opening 
the West Side Highway to truck use. Project traffic studies 
to assess the impacts of the various alternatives on existing 
street traffic have not been completed to date. Currently, 
efforts are being made to reflect strategies of Air Quality 
Implementation Plan in the traffic projection process. Gener- 
ally, West Side Highway improvements are expected to have a 
positive effect on existing street traffic conditions, divert- 
ing substantial truck and some auto traffic. Preliminary 
traffic assignments indicated that development of those altern- 
atives permitting truck usage could divert up to approximately 
one-third of existing traffic from the Eleventh Avenue to 
Eighth Avenue corridor. 


Present access to the West Side Highway is in the vicinity of 


23rd and of 40th Streets. Three of tne preliminary design 
concepts include additional West Side Highway connector ramps 
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to existing Lincoln Tunnel ramps at 3lst Street between Ninth 
and Tenth Avenues. These connections have been designed, 
however, to maintain 3lst Street open for westbound traffic. 
Other potential West Side Highway ramps vary by alternate, 
but in no case are expected to significantly alter crosstown 
traffic on local streets in the VMF study area. 


(2) The proposed Convention and Exhibition Center west of Twelfth 
Avenue between 43rd and 47th Streets is currently scheduled 
to be under construction by Spring 1974, with completion in 
1976. Anticipated traffic is expected to primarily use 
Twelfth Avenue and crosstown routes between 42nd and 57th 
Streets. The project should have no measurable impact on 
traffic in the VMF study area. 


(3) The Herald Square Project is currently in preliminary project 
proposal and study phases At this time, the only study pro- 
posal which would affect traffic in the VMF study area would 
be a possible closing of broadway in the vicinity of Herald 
Square. Initial estimates of possible traffic rerouting in- 
dicate that a maximum of approximately 150 southbound vehicles 
could be diverted to Ninth Avenue during peak traffic hours. 
An increase of this magnitude could be accommodated without 
any significant changes in prevailing operating conditions on 
Ninth Avenue. 


(4) The Garment Center Urban Goods Movement Study is a technical 
Study project aimed at finding practical ways to improve the 
movement of goods and people in the garment district. The proj- 
ect is currently in initial phases of data collection and 
analysis. Anticipated immediate action and long-range improve- 
ment programs are expected to primarily affect traffic in the 
study area north of 34th Street. No significant changes in 
VMF study area traffic volumes resulting from the garment 
center studies are anticipated at this time. 


Overall, the combined effect of Air Quality Implementation Plan 
strategies and nearby devel-nment projects should result in reduced 
traffic volumes on the study area streets. However, speculation at 
this time of the magnitude of reduction, either overall o* for any 
specific street segment in the study area was not considered to be 
appropriate. For purposes of analysis, therefore, future traffic 
without the proposed VMF and apartment facility was considered to 
be equal to present traffic. Future volumes both with and without 
the VMF thus represent a conservative or "worst case" approach. 
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DEVELOPMENT TRAFFIC 


Changes in study area traffic due to the proposed project are of 
three types: (1) traffic generated by the proposed Vehicle Mainte- 
nance Facility (VMF) and Preference Mail Center (PMC), (2) traffic 
generated by the proposed apartment complex, and (3) traffic di- 
versions as a result of the proposed 29th Street restrictions on 
non-postal vehicles. 


VMF_and PMC demand estimates were based on vehicle operation sched- 
ules and characteristics provided by the U. S. Postal Service, 
identified below. Postal vehicle movements were assigned to the 
street system assuming: (1) two-directional postal vehicle opera- 
tion on 29th Street between Ninth and Tenth Avenues, with non- 
postal vehicle traffic prohibited during all hours except the 

P.M. peak period; (2) westbound operation only during the P.M. 
peak period, with one postal and two non-postal traffic lanes. 


) VMF architectural plans provide for 771 truck, 93 tractor, 
24 trailer, and 30 official use automobile parking spaces. 


Maintenance and storage locations to be replaced by the pro- 
posed VMF presently accommodate 767 postal vehicles, of which 
664 are gasoline-powered and 1(3 are diesel-powered (tractor) 
units. Of the 664 gas-powered vehicles, 502 (or 76 percent) 
are light duty units having air pollutant and noise emission 


characteristics similar to those of passenger cars. 


Approximately 2,200 postal vehicle movements into and out of 
(total) the VMF are anticipated on an average weekday. Pro- 
posed scheduling of these movements, by direction, vehicle 
type, and hour of day is shown in Table B-3. The proposed 
schedule reflects a rescheduling, as compared to current 
operations, of approximately 110 VMF and PMC movements per 
hour from the 4 P.M. to 7 P.M. peak street traffic hours pri- 
marily to late evening (9 P.M. - 12 A.M.) hours. This approxi- 
mately 55 percent reduction in postal movements during the 
evening rush hours is necessary to ailow non-postal vehicle 
use of 29th Street and is consistent with "“after-hour" truck 
delivery and goods movements control strategies of the New 
York City Air Quality Implementation Plan. 


Local postal zones to be served by the VMF cover the west side 
of Manhattan south of 134th Street and the east side of Man- 
hattan south of 40th Street. Based on vehicle assignments to 
each of the postal zones served, approximately one-half of the 
daily movements will be to locations north of the VMF, outbound 
via Tenth Avenue and inbound via Ninth Avenue. The remaining 
movements will be to locations south of the site, outbound via 


Table B-3 
ANTICIPATED POSTAL VEHICLE MOVEMENTS BY VEHICLE TYPE AND DIRECTION-- 
AVERAGE WEEKDAY 


To/From (Total) City Streets 


To/From North [SSSSSSCSSSCSCSTy/From South == Sd Between YM 
and PMC 
PMC VMF PMC Onl 
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Ninth Avenue and inbound via Tenth Avenue. With two-directional 
flow for postal vehicles on 29th Street between Ninth and Tenth 
Avenues, the use of other streets in the study area for postal 
vehicle access, except during evening rush hours, is not 
anticipated. 


fe) Approximately 500 inbound and 500 outbound VMF movements of 
light-duty (1/4 to 2 ton) vehicles are anticipated: outbound 
movements to the local postal zone offices are scheduled be- 
tween the hours of 4 A.M. and 8 A.M., with return movements 
spread over the hours to 2 P.M. to 12 A.M. to reduce the im- 
pact during peak street traffic hours. These vehicles are 
used primarily for local collection ard distribution of mail 
in each of the postal zones served by the VMF. 


0 Heavy-duty (5 ton and diesel) VMF vehicle movements occur both 
outbound and inbound throughout the day at a relatively con- 
stant rate; with exception for the peak hour to after hour 
shift described above, total movements are generally between 
30 and 60 movements per hour. Of these movements, approxi- 
mately 10 to 30 movements per hour are between the VMF and 
the Morgan Station PMC. Heavy-duty vehicles are used prima’- 
ily for mail distribution between the area's major processing 
and transportation centers (e.g., Morgan PMC and the area air- 
ports) and the major local postal stations. 


) Morgan Station PMC traffic on 29th Street is anticipated to 
remain relatively stable throughout the day, ranging from ap- 
proximately 30 to 60 total vehicle movements per hour. During 
any hour the movements can be expected to be split equally 
between inbound and outbound movements and, as for the VMF, 
equally between north and south orientation. PMC traffic will 
consist of primarily 5-ton gas-powered units. The inclusion 
of PMC movements not coming from or returning to the VMF as 
development traffic actually somewhat overstates the impact of 
the proposed VMF project. However, since the hourly PMC vol- 
ume on any segment (other than 29th Street) would be generally 
fewer than 15 vehicles, PMC traffic was included as part of 
the demand generated by the proposed development for purposes 
of analysis. 


Changes in A.M. and P.M. peak-hour traffic on each of the study area 
street segments due to the proposed postal operations are shown in 
Table B-4, along with projected apartment and diverted movements 
which were determined as described below. 


Peak-hour traffic demands associated with the proposed housin 
complex were estimated on the basis of provision for resident park- 


ing only. Architectural plans indicate resident space provisions 


Table B-4 
ESTIMATED PEAK-HOUR TRAFFIC CHANGES DUE TO PROPOSED DEVELOPMENT 


Non-Postal Traffic 


VMF-PMC Apartment ___ Diversion 
M. .M. A.M. P.M. A.M. P.M. 


- 20 
10/60 60/30 
30 15 


A 
B 
C 
0 
E 
F 
G 
H 
I 
J 
K 
L 
M 
N 
0 
P 
Q 
R 
S 
T 
U 


*Postal vehicles only - volume varies within segment; see Table B-3 for total 
movements. 


(00) Indicates estimated traffic reduction on segment due to 29th Street 
restrictions; all other values indicate traffic increase due to 
& proposed development. 


- Negligible 
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for approximately 160 autos. Considering the relatively low usage 
of autos for work commutation in Manhattan and generalized trip 
generation characteristics for multi-unit apartments, vehicle trip 
generation during the peak street traffic hours was estimated as 
follows: 


A.M. Peak Hour 10 in/60 out 
P.M. Peak Hour 60 in/30 out 


Assignment of these trips to the local street network, based on pre- 
vailing flow characteristics for the area, is summarized in Table 
B-4. The two values given for 28th Street Segment "Q" reflect sub- 
sections from Tenth Avenue to the parking entrances ramp and from 
the parking entrance ramp to Ninth Avenue, respectively. 


Traffic diversions due to the proposed closing of 29th Street to 
non-postal vehicles were estimated based on inspection of present 
turning movement counts along 29th Street. The 350 vehicles in 
the A.M. peak hour and approximately 450 vehicles per hour during 
midday hours presently using 29th Street between Ninth and Tenth 
Avenues will be required to seek alternate westbound routes. In 
addition, approximately 150 of the 640 vehicles using 29th Street 
in the P.M. peak hour are anticipated to divert to other streets 
due to the effects of restricted 29th Street operation. The effect 
of the estimated peak hour diversions on the study area street seg- 
ments are indicated in Table B-4. Most of the present movements 
are anticipated to divert to streets north of the study area (250 
of 350 vehicles in the A.M. peak, 400 of 450 during midday hours, 
and 130 of 150 in the P.M. peak). As a result, the diversions 
will reduce flow on many of the study area streets. Diversion im- 
pacts on 31st, 33rd, and 34th Streets are assessed under post- 
development traffic conditions in the following section. 


POST-DEVELOPMENT TRAFFIC CONDITIONS 


Changes in daily postal vehicle travel for VMF garaged units were 


assessed by comparing the number of daily movements and travel dis- 
tances between present/proposed garage locations and scheduled 
first (last) postal station stop in relation to the garage. All 
travel distances were scaled from city street maps based on pres- 
ent and estimated probable routing patterns. North-south routes 
are primarily on Ninth, Tenth, and Eleventh Avenues, east-west 
routes on crosstown arterials such as 23rd, 34th, and 42nd Streets. 
Table B-5 lists estimated daily vehicle miles of travel by vehicle 
type and postal station destination (origin). Light-duty vehicles 
serving lower Manhattan local postal stations are presently garaged 
on Leroy Street in the West Village area. The remaining light-duty 
vehicles in the VMF service area are presently parked at Piers 74-76 


Table B-5 


VMF TRUCK MOVEMENTS 


Present 
No. of Daily Vehicle 


Origin/Destination Movements Mileage 


1/4 to 2 Ton Units 


Bowling Green 
Trinity 
Church Street 
Wall Street 
Peck Slip 
Canal Street 
Prince 
Knickerbocker 


ny tiage 34 2 
pubtota Leroy St. Garage PR 


Cooper 

Old Chelsea 
Peter Stuyvesant 
Madison Square 
Manhattanville 
Morningside 
Cathedral 
Planetarium 
Ansonia 

Radio City 
Murray i) 
G.P.0. 

Times Square 
Midtown 


ubtota ters/ t.Garage 
Subtotal 1/4 to 2 Ton 


5 Ton Units 


Church Street 
Grand Central 


Morgan Station 
Subtotal 5 Ton 
Diesel Tractors 


Lincoln Tunnel 
Midtown 

Times Square 
FDR 

Murray Hill 
Madison Square 
Old Chelsea 
Cooper 

Peck Slip 
Village 

Canal Street 
Church Street 
ubtotal Diese 


Totals 
*Present garage location. 


Proposed 
Vehicle 
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or the existing 34th Street garage (between Tenth and Eleventh 
Avenues). All heavy-duty and diesel units are now garaged at the 
34th Street facility. 


A.M. and P.M. peak street traffic hourly volumes and composition 
for cach study area street segment with the proposed development 
fully operational are summarized in Table B-6. They were calcu- 
lated by applying the traffic estimated changes due to the proposed 
development, Table B-4, to existing conditions, Table B-2. These 
values were used to assess the proposed impact of the facility on 
traffic operations, and to estimate noise and air pollutant emis- 
sions due to traffic sources. Where appropriate for off-peak noise 
analyses, similar volume and composition estimates were developed 
using the 24-hour variation (Table B-1) and postal traffic (Table 
B-3) data along with classification data obtained in conjunction 
with the 24-hour noise surveys (see Appendix D). 


Diverted traffic impacts on 31st, 33rd, and 34th Streets will be 
greatest during midday hours when a combined westbound traffic in- 
crease of approximately 400 vehicles per hour is anticipated as a 
result of the closing of 29th Street to non-postal traffic. Re- 
sultant impact on traf“‘c operations and air quality were analyzed 
under three alternate assumed conditions, as follows: 


(1) Diverted traffic apportioned to 31st, 33rd, and westbound 
34th Street on the basis of estimated capacities under pre- 
vailing parking conditions; 


(2) Diverted traffic apportioned to 31st, 33rd, and 34th Streets 
on the basis of estimated capacities with vehicle parking 
limited to one side of 31st and 33rd Streets; 


(3) Completely stalled traffic filling each street under pre- 
vailing parking conditions, which could occur with or 
without the dive. sions; this condition also reflects the 
worst possible case should unforeseen traffic increases 
occur due to other projects. 


Presently, 31st, 33ra, ad 34th Streets carry a combined midday 
westbound volume between Eighth and Tenth Avenues of approximately 
1400 vehicles per hour. Although subject to intermittent delays 

and congestion due to conflicts with pedestrian and trucking opera- 
tions, these streets are relatively uncongested with average overall 
midday travel speeds in the range of 10 to 15 miles per hour. While 
the hourly split between the streets varies in response to prevail- 
ing operations, 31st and 34th Streets carry an average of 500 west- 
bound vehicles per hour, 33rd Street approximately 400 vehicles per 
hour as shown in Table B-7. 


Table B-6 


AVERAGE WEEKDAY PEAK HOUR TRAFFIC - POST-DEVELOPMENT 


(1) A.M. Peak Hour P.M. Peak Hour 
Street Total % Trucks and Buses Total % trucks and Buses 
Segment Dir. Vehicles Gas Diesel § Vehicles “Gas Diesel 


1,200 15 1,725 10 
1,815 25 1,415 25 
1,885 25 1,500 20 
1,565 25 1,450 20 
925 40 1,440 20 
915 40 1,350 20 
865 35 1,685 20 


smn m Ge Oo 8 PF 


850 30 920 


300 35 310 
350 35 770 


1,050 35 700 
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700 35 
50 90 
(2) (2) 
350 15 
250 35 
260/310'3) — 302543) 
380 20 
50 35 
300 20 
250 15 


500 
190 
570 
625 
170 

260/230'3) 10/159) 
315 15 
100 30 
250 15 
430 15 
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Negiigible 
See Figure B-1. 


Postal vehicles only - volume varies within segment; see Table B-3 for 
total movements. 


Volumes shown are from Tenth Street to apartment parking entrance ramp 
and from exit ramp to Ninth Street, respectively. 


B-15 


Table B-7 


MIDDAY WESTBOUND TRAFFIC 


(Vehicles per hour between Eighth and Tenth Avenues) 


(1; 


With Prevailing Present Postal Veh. Estimated, ) Net Estimated 
Parking Conditions (Average) Reduction Diversion Volume Cp 
34th Street 500 -20 +150 630 700 
33rd Street 400 -30 +175 545 600 
31st Street 500 -10 + 75 565 600 
Totals 1,400 -60 +400 (2) 1,740 1,900 
with Restricted Present Postal Veh. Estimated ( ) Net Estimated!) 
Parking Conditions (Average) Reduction Diversion Volume Cp 
34th Street 500 -20 +100 580 700 
33rd Street 400 -30 +210 580 730 
31st Street 500 -10 + 90 580 700 
Totals 1,40C ~60 +4002) 1,740 2,130 


(pi verted traffic apportioned to 31-33-34 Streets based on estimated Cp 
(possible capacity) of the streets under "prevailing" and "restricted" 
parking conditions. 


(2) 400 vph of 450 vph average midday volume from 29th Street. 


Relocation to the VMF of vehicles garaged on 34th Street and the 
transfer of preferential mail operations to Morgan Station will 
eliminate approximately 60 midday westbound movements per hour of 
S-ton postal vehicles from 31st, 33rd, and 34th Streets as shown 
in Table B-7. In addition, the current 34th Street eas tbound 
voiume of 650 vehicles per hour will be reduced by approximately 
40 vehicles per hour and postal vehicle parking needs on 31st and 
33rd Streets adjacent to the GPO will be greatly diminished. 


Current posted parking regulations on 31st and 33rd Streets pro- 
hibit curb parking on at least one side during midday hours, with 
authorized vehicle parking, primarily for postal vehicles permitted 
in part along the opposite curbs. In practice, however, the park- 
ing of vehicles on both sides and/or truck loading operations re- 
strict flow at most times to one effective lane of moving traffic. 
Under these "prevailing" parking conditions, 31st, 33rd, and 34th 
Streets have an estimated possible capacity (Level-of-Service £) 
Of approximately 1900 vehicles per hour. The diversion of 400 
vehicles from 29th Street, apportioned for analytical purposes as 
shown in Table B-7, would increase traffic to near capacity, in- 
creasing the frequency of delay and congestion. For purposes of 
air quality analyses, therefore, emissions rates for congested 
flow were assumed with the VMF in operation under prevailing park- 
ing conditions (see Technical Appendix C). 


While elimination of all parking would be both impractical and 
unnecessary, rigid enforcement of existing parking prohibitions 

on at least one side of 31st and 33rd Streets would provide suf- 
ficient capacity to accommodate the additional diverted vehicles 
under conditions comparable or improved over present operations. 
Estimated diversion to each street with parking on 31st and 33rd 
Streets restricted to one side (i.e., two lanes of moving traffic) 
and relation to estimated capacity (over 2100 vehicles total) is 
shown in Table B-7. 


As a worst case condition for air quality analysis, each street was 
assumed to be filled with stalled vehicles. Analyses carried out 
for the stalled conditions are described in Technical Appendix C. 
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TECHNICAL APPENDIX C 
AIR QUALITY ANALYSES 


STUDY APPROACH 


The vehicle maintenance facility and the transportation related 
activities that it will generate are only a small part of the motor 
vehicle related sources of air pollution in Manhattan. The multitude 
of sources and the complexity of the air pollution problem in mid- 
town Manhattan is such that it is very difficult to determine exist- 
ing levels or project future levels of air quality. In particular, 
it is difficult to determine the influence of one single project 

on air quality. Accordingly, a study approach was used which relies 
as heavily as possible upon existing federal, state, and local air 
quality and air pollutant emissions data. 


The degradation of the quality of the air by motor vehicles is al- 
most exclusively a result of emissions from the evaporation and 
combustion of fuel. The extent of adverse environmental effects 

is directly related to the concentrations of these contaminants in 
the air. These concentrations are related to the quantity of pol- 
lution emissions from the vehicles. The concentrations are a com- 
plex function of the quantity and type of vehicle traffic, the 
configuration of the roadway lanes and the surrounding buildings, 
and the meteorological conditions in the vicinity of the road. In 
this study estimates of concentration levels of various pollutants 
are based on well documented mathematical modeling techniques which 
employ each of the factors above. Estimates of background pollu- 
tion levels - contaminants not emitted from the modeled roads - are 
added to the model results at each model receptor location to 
determine air quality. These concentration distributions are com- 
pared to levels of contaminants which have been shown to result in 
adverse effects upon persons, animals, and vegetation. 


Potential changes in air quality due to VMF operations were investi- 
gated on three levels of concern: 


(1) The microscale of individual street segments in the vicinity 
of the project site and of the VMF site itself. 


(2) The mesoscale of the fifteen-block study area. 
(3) The macroscale of a larger area of Manhattan. 
The analyses concentrated on a quantitative assessment of microscale 


impact, taking into account variations in source generating activities 
in the vicinity of the proposed VMF as well as sensitive land uses 


C-1 


and activities (termed critical receptors) in the study area. In 
assessing the potential impact of the VMF, three separate means of 
affecting air quality in the study area were considered. First, 
the changes in pollutant levels due to changes in traffic patterns 
as a result of constructing the VMF were analyzed. Second, the 
impact of the internal operat.ons of the VMF upon the air quality 
of the neighborhood were considered. Third, the impact of vehicu- 
lar emissions on the VMF and the housing units was calculated. 


In each case calculations and assumptions have been based on a 
“worst case" premise. Output is indicative of what will be the 

most severe impacts the proposed facility can be expected to gen- 
erate at maximum levels of use, and at maximum traffic levels. The 
traffic is treated as a network of line sources of pollutants, 

while the operations of the VMF may be treated as a point source 
due to the closed ventilation system of the building. In addition, 
a special analysis was carried out to evaluate the impact on air 
quality in the housing units resulting from local traffic emissions. 


DATA SOURCES - PRESENT AIR QUALITY 


Present air quality in the vicinity of the proposed VMF site was 
estimated on the basis of available data for air quality measure- 
ments and source emissions. All of the information used was made 
available by the New York City Department of Air Resources, either 
in the form of the Air Quality Implementation Plan for New York 
City, or through discussions with Department officials. Other po- 
tential sources of information, including additional measurements 
programs in New York City, were not found useful to the study. The 
primary sources of existing air quality was the control strategy 
for carbon monoxide, hydrocarbons, and nitrogen oxide in the New 
York City Implementation Plan. The sampling data available indi- 
cates that air quality standards are being exceeded for all three 
pollutants.* 


Nitrogen oxide content was based on measurements from the New York 
City uptown laboratory station, which reported an annual average of 
0.09 ppm NO, for 1970. This value was confirmed by a special summer 


*The appropriatc standards used here are the Federal Environmental Protectior 
Agency National Ambieit Air Quality Standards, which are applicable to New 
York State and New York City. These standards consist of 0.05 ppm (average 
annual value) for nitrogen dioxide, 35 ppm (one-hour maximum value) for carbon 
monoxide and 0.24 (three-hour average value for 6 to 9 A.M.) for hydrocarbons 
less methane. 


study conducted by the Federal EPA in 1971. Furthermore, estimates 
have shown that 0.06 ppm of this total comes from stationary sources 
and 0.03 from transportation sources. The implementation plan 
assumes that the stationary source contribution is uniform through- 
out Manhattan, whereas the midtown Manhattan peak area annual values 
for nitrogen dioxide from transportation sources would be 2.75 times 
that found at the uptown laboratory. This yields a current value 
of 0.14 ppm annual average for the midtown Manhattan area, which is 
representative of the VMF site. 


Data for hydrocarbons were found to be extremely limited. Based upon 
maximum one-hour and twenty-four-hour total hydrocarbons values on 
Welfare Island, it was estimated that the concentration for the 
worst three-hour period was approximately 8 ppm. When this was ad- 
justed for methane hydrocarbons, the non-methane hydrocarbon level 
was assumed to be 0.8 ppm for a maximum three-hour concentration; 

77 percent of this level was assumed to be from mobile sources. 

When the adjustment factor of 2.75 for midtown values was applied, 

a total three-hour maximum hydrocarbon value of 1.88 ppm was derived. 


Carbon monoxide data are available from a total of 15 stations in New 
York City. Most of the stations had maximum eight-hour values in the 
range of 8 to 12 ppm, and maximum one-hour values in the range of 15 
to 30 ppm. An additional station was set up specifically to measure 
carbon monoxide levels near street level in a congested portion of 
the midtown Manhattan central business district at 110 East 45th 
Street near Lexington Avenue. This station showed a one-hour peak 

of 65 ppm, almost twice the Federal Standard, and an eight-hour peak 
of 32 ppm, almost four times the Federal Standard. This value of 

65 ppm was used in the Implementation Plan as the existing one-hour 
peak for midtown Manhattan. 


A supplementary analysis was made of one-hour readings obtained from 
the NYCDAR for the 110 East 45th Street Station for July 1972 to 


derive the average hourly concentrations shown in Figure C-1. These 
figures are based on data measured for weekdays oniy in the month of 
July. They show that the maximum hourly average occurs during the 
A.M. rush hours, from 8 to 9 A.M.; this value is 19.85 ppm. The 
maximum one-hour concentration for the entire month occurred during 

9 to 10 A.M. on July 12th, a Wednesday. The 8 to 9 A.M. reading for 
that same day was 32 ppm. The average hourly concentration for week- 
day readings for the P.M. peak from 3 to 4 P.M. was 16.95 ppm and the 
maximum one-hourly reading was 25 ppm on Friday, July 21st. Peak- 
hour readings for weekends averaged 9.5 ppm for the 8 to 9 A.M. 
period and 9.2 ppm for the 3 to 4 P.M. period. Finally, during the 
time period when the VMF is expected to have maximum activity, 5-8 
A.M., the average one-hour reading for the three hours were 8.8 ppm, 
12.8 ppm, and 17.8 ppm, respectively. The maximum one-hour values 
observed were 15 ppm on July 18 for the 5 to 6 A.M. period and 17 ppm 
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% 1972 AMBIENT CO CONCENTRATION: 
MIDTOWN MANHATTAN 


* Based on hourly concentration averages measured from TOE 45th Street. 
Figures are base! © daca measured on all weekdays for the month of July 1972. Figure C-1 
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on July 21 and July 24 for the 6 to 7 A.M. period and 29 ppm on the 
28th for the hour 7 to 8 A.M. These values do not represent back- 
ground carbon monoxide concentrations alone, but represent back- 
ground levels plus contributions of traffic on 45th Street and 
Lexington Avenue near the monitoring site. The one-hour CO standard 
of 35 ppm was reached at this site only once during the month, 9 to 
10 A.M. on July 12, and was never exceeded. 


BACKGROUND AIR QUALITY FOR 1980 


The determination of ba kground air quality values for 1980 without 
the vehicle maintenance facility is based upon the New York City 
Implementation Plan and the roll back procedures determined in that 
Plan for each pollutant. 


The major change in emissions from 1972 to 19/6 (as shown in the 
Implementation Plan and extrapc ated to 1980) will result from 
Federal Emission Sturdards for new motor vehicles. It is antici- 
pated that CO conce’.tr tions will be below the federal eight-hour 
standard by 1976, with he exception of the one air quality station 
representative of the wors: traffic conditions in the city. The 
Implementation Plan, however, goes on to state that the further 
reduction in emission factors after 1976 should bring al] locations 
in New York City within the 9 ppm eight-hour standard by 1980. 


Implementation Plan estimates were supplemented by looking at the 
projected emissions for a five-by-three block area for 1980 without 
the VMF. Reductions were found in calculated carbon monoxide emis- 
sions for the A.M. peak period of 61 percent and 66 percent for the 
P.M. peak from 1972 to 1980. If these reductions are applied to 
the 65 ppm 1972 one-hour maximum value for CO, shown in the Imple- 
mentation Plan, a maximum peak hour CO value of 25 ppm for 1980 in 
the project area would result. Applied to July 1972 values, an 
average one-hour reading for the A.M. peak of approximately 8 ppm, 
and a maximum one-hour reading of under 15 ppm would be found. P.M. 
readings would be correspondingly reduced. 


Since the monitor at the 45th Street site records traffic generated 
carbon monoxide concentrations as well as background, it would be 
extremely conservative to assume that 25 ppm or 15 ppm would be 
background CO levels for 1980. A reasonable, yet also conservative, 
procedure is to reduce the July 1972 average hourly concentrations 
by 61 percent. Figure C-2 depicts the resulting diurnal variation 
of projected CO background for 1980. The highest projected 1980 
background carbon monoxide value is then 7.7 ppm and is expected to 
occur between 8 and 9 A.*i. These levels are consistent with the 
Implementation Plan which states that CO concentrations will be 
below the eight-hour standard (9 ppm) in 1980. 
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The three-hour maximum hydrocarbon value for 1970 was derived as 
1.88 ppm. Again this value reflects both background and traffic 
generated concentrations. As an estimate of 1980 HC background, 
this level was compared to the ratio of the 1980 CO background to 
the 1972 highest observed concentration, i.e., 7.7/65. The result- 
ant HC background is then 0.22 ppm as compared to the standard of 
0.24 ppm. 


TRAFFIC (LINE SOURCE) EMISSIONS 


Inputs to the line source emissions calculations can be broken down 
into two major areas: traffic parameters and emission factors. 


Traffic emissions analyses were carried out for the same three-by- 
five block study area and street segments used for traffic analysis, 
which are illustrated in Anpendix B, Figure B-1. Existing A.M. and 
P.M. peak-hour volumes and commercial vehicle components (Appendix 
B, Table B-2) were used to estimate 1972 and 1980 line source emis- 
sions without the proposed facility. Comparable post-devel opment 
demands (Appendix B, Table B-6) were used to estimate 1980 line 
source emissions with the proposed VMF-apartment complex in 
operation. 


The general concept of "city specific" emission factors is essential 
for accurate assessment of motor vehicle emissions. "City specific" 
emission factors take into account the various indices that dif- 
ferentiate emission characteristics of both local vehicle popula- 
tions heavily biased toward newer vehicles. Likewise, high and low 
altitude cities have significantly different emission rates. For 
this reason, city specific emission factors from the New York City 
1972 Air Quality Implementation Plan were used as a base for analy- 
sis. The values in the report were prepared according to EPA 
guidelines, and hence, were either entirely suitable, or easily 
modified to fit study needs. A total of ten separate sets of emis- 
sions factors (30 individual factors) were used in the study, as 
shown in Table C-1. 


The following assumptions and emission rate modifications were made 
using the New York City data: 


(1) Although there are currently plans to fit gasoline-powered 
trucks manufactured prior to 1970 with "RETROFIT", a pollutant- 
reducing conversion kit for otherwise uncontrolled vehicies, 
the effects on emissions were not considered in the study 
analysis. Since "RETROFIT" would apply only to New York City- 
based trucks 1] years or older, it would reduce HC and CO only 
by 50 percent. Therefore, any change in overall emissions 
totals would be relatively insignificant. Since pollutant 


C-7 


Table C-1 


a 
VEHICLE EMISSION RATES’ 


(Grams per Mile) 


(2 (3 
Uncongested Flow Congested Flow 3) 
HC CO NO, HC CO NO 
: x 


Autos 


1970 
1980 


Gasoline Powered 
Trucks (over 3 Tons) 
1970 
1980 
Diesel Trucks 
and Buses 


1970 and 1980 


Based on tables in Appendix II of the Proposed Plan for Meeting 


carbons, Nitrogen Oxides and Oxidants in New York City, New York 


City Department of Air Resources, Bureau of Motor Vehicle Pollution 
Control, January 1972. 


(2 
Average speed of 12 mph for autos and gas powered trucks; 7 mph 
for diesel units. 


3) 
( Average speed of 4 mph for gas powered trucks and diesel units; 


7 mph for autos. 


levels would be greater by disregarding "RETROFIT", there is 
also no chance of underestimating the "worst case" situation. 


Automobile emission rates were derived from the figures for 
three classes of taxis and for privately owned automobiles as 
listed in the New York City Implementation Plan. The single 
factor was calculated by weighting the number of vehicle miles 
traveled, also listed in the Plan, by each of the four sub- 
types and averaging the factors accordingly: 


EaMy + EeyMey * EnewMyem * Enea 


tas My Mew * Muy 

E = Derived emission factor 

Ey = New York City private auto factor 

Erm = New York City fleet medallion taxi emission factor 

ENEM = New York City non-fleet medallion taxi emission 
factor 

ENM = New York City non-medallion taxi emission factor 

My = 1980 mileage of private autos 


Mem = 1980 fleet medallion taxi mileage 
Nv eM = 1980 non-fleet medallion taxi mileage 
Now = 1980 non-medallion taxi mileage 


Diesel trucks and diesel buses are considered together since the 
two hzve nearly identical polluting characteristics. (The big- 
gest difference is the reduction from 72.8 to 70.0 grams per 
mile of NO, due to projected use of LSN injectors on buses in 
the future’ ) 


Emissions factors were provided for “uncongested" and "congested" 
flow conditions, with average recorded speeds as indicated in 
Table C-1. With a few exceptions, most street segments in the 
Study area are relatively uncongested during peak hours. However, 
narrow roadway widths with parking and fixed time delays due to 
traffic signals produce relatively low operating speeds and ex- 
tended periods of vehicle idling on many segments. Where avail- 
able travel speed data from the West Side Highway studies (ob- 
tained from Parsons, Brinckerhoff, Quade and Douglas) or field 
observations reflected such conditions, the segment was consid- 
ered as congested for the purpose of emissions analysis. 
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Line Source Calculations based upon the appropriate emission factors 
and traffic parameters were carried out as follows: 


E = £ (e) (d) (n) 


E the total emission for a single pollutant (grams /hour) 
for the specific peak hour and street segment being 
considered. 


the applicable emission factor (grams/mile) for the 
specific pollutant (HC, CO, or NOy) being considered, 
for the vehicle type (auto, truck, or diesel) under the 
specified traffic conditions (congested or uncongested). 
The various “e" factors used were outlined in the input 
discussion. 


the distance, in miles, of the street segment being 
considered. 


the number of vehicles per peak hour of the considered 
vehicle type. 


The output of these calculations is total emissions, in grams, for 
A.M. and P.M. peak hours in 1970, and for A.M. and P.M. peak hours, 
with or without the VMF, in 1980. This is a total of six separate 
peak-hour emission rates. These data have been converted, to yield 


pollutant emission levels for 1972 and 1980 (again six peak-hour 
conditions), to grams, per meter, and for CM, to grams per meter- 
second to facilitate model calculations. 


Results of calculations shown in Tables C-2 through C-5 indicate 
that the most severe emission loadings occur on the avenues, as 
might be expected Ninth Avenue is the line source with greatest 
emissions per unit time and length for peak morning traffic, fol- 
lowed by Tenth and Eighth Avenues. The larger traffic capacity and 
volumes of the avenues make the greater pollution loadings evident. 
The fact that Ninth Avenue is the major southbound route at that 
time when travel is southerly accounts for its morning predominance. 
Eighth and Tenth Avenues become secondary sources. Since it is the 
only two-way artery, Eleventh Avenue generates a marginally smaller 
amount of emissions but more than any of the east-west street seg- 
ments. 


Of the east-west streets, 30th Street is the largest line source in 
morning peak flows, while 30th and 29th Streets are equally import- 
ant generators in the evening peak. The reduced capacity of the 
remaining streets together with reduced loading and congestion has 
made the other streets relatively insignificant line sources. 


COMPARATIVE CO EMISSIONS BY STREET 
Units: grams/hour 


— 


Street 1972 


Segment 


55886 
53665 
19129 
17009 
35645 

7401 
13383 
67341 
13486 

4532 
27728 
31468 

7693 
12791 
20014 
11313 
10591 
14599 

2286 
32226 
20157 


CTOs > 


CH nN WmPOVO A SrA ew TO 


TOTAL: 480345 


% REDUCTION: -- 


Table C-2 


AM Peaks 


1980 
Without 


a sem 


17606 


185102 


61% 


16588 


1980 
With 


we 


17606 
23128 


11501 


183015 


62% 


1972 


72276 
30075 

9790 
13279 
41996 

8729 
17621 
45107 
10752 
10421 
13679 
16646 

9610 
25578 
31444 

5366 

6621 
11523 

2742 
25120 

40096. 


448471 


PM Peaks 

1980 1980 
Without With 

VMF VMF 
19361 19361 
11509 11880 
3432 3503 
4747 4882 
15241 16094 
3285 3206 
6346 5991 
16244 16607 
3902 3902 
3312 3197 
4348 4347 
5290 290 
4469 4023 
9947 8690 
12212 9947 
1953 2213 
2122 2400 
3599 3711 
1119 1119 
7903 7903 


12523 13389 


152864 151655 


66% 66% 


Table C-3 


COMPARATIVE CO EMISSIONS BY STREET 
Units: mg/m sec 


AM Peaks PM Peaks 


Strect 1972 1980 1980 1972 1980 
Without With Without 


Segment 


A 
B 
C 
D 
E 
F 
G 
H 
I 
J 
K 
L 
M 
N 
9) 
P 
Q 
K 
S 
T 
U 


PWerFWNNWOL UN DS 
aNeKFWANNOW SYN @® Hd 


Nfre Shun few 
Arauuwush or 


° 
2 


Street 


Segment 


CHNMWA VO AZAMrAGKHTAMMOOAD > 


TOTAL: 


REDUCTION: 


Table C-4 


COMPARATIVE NO, EMISSIONS BY STREET 


Units: grams/hour 


Rees AM Peaks 

1972 1980 1980 
Without With 

VMF VME 

2171 872 872 
2042 1063 1315 
801 365 380 
623 324 369 

1366 959 107 
430 307 340 
469 185 283 
2104 1314 1249 
436 254 254 
224 135 121 
893 519 526 
1018 $92 592 
191 111 63 
423 163 235 
720 315 144 
334 181 180 
308 143 140 
483 185 197 
68 40 37 
1066 398 398 
635 162 386 
16705 8587 9153 
~ 49% 45% 


PM Peaks 
1980 


Without 
__VMF 


8890 


70 
315 
495 


9659 


Table C-5 


COMPARATIVE HC EMISSIONS BY STREET 
Units: grams/hour 


AM Peaks PM Peaks 
1972 1980 1980 1972 1980 1980 
Street “Without With Without With 
Segment ___VMF VMF = VMF 
A 6000 2428 2429 7664 2595 2595 
B 6138 3135 3374 3822 1935 2032 
G 2110 1077 1124 1233 568 591 
D 1875 958 947 1452 678 707 
E 4076 2545 262 4669 2244 2405 
F 981 618 633 Li2t 535 561 
G 1500 882 530 1943 921 882 
H 7084 3291 3112 4968 2355 2408 
I 1506 875 875 1195 574 574 
J 584 339 299 1128 466 450 
K 3095 1799 1802 1480 612 612 
L 3514 2042 2042 1802 744 744 
M 859 540 250 i071 646 585 
N 1377 624 7 2799 1414 1302 
0 2170 996 495 3439 1735 1414 
P 1255 724 724 597 289 328 
Q 1160 624 650 723 305 338 
& R 1572 732 771 1226 486 500 
S 254 147 104 347 187 188 
T 3515 1588 1588 2679 1073 1073 
U 2121 824 2361 4266 1692 1804 
TOTAL: 52746 26768 26807 49624 22054 22093 


% REDUCTION: 49% 49% - 55% 55% 


TRAFFIC EMISSIONS FOR 31ST, 33RD, AND 34TH STREETS 


Similar line .source emissions were calculated for the three streets 
north of the study area assuming a diversion of 400 vehicles to 
these streets during the noontime hours. As well as an increase 

in traffic on these streets, the closing of 29th Street will in- 
Crease congestion (decrease average vehicle speed) on 31st and 33rd 
Streets and the westbound lane of 34th Street under prevailing 
parking conditions. If parking is restricted along at least one 
Side of 31st and 33rd Streets, the additional westbound traffic can 
be accommodated under operating conditions equal to or improved over 
present conditions (i.e., uncongested emission rates). 


The results of these calculations are shown in Table C-6. 


Changes in air quality with the diverted traffic under both prevail- 
ing and restricted parking conditions were calculated under adverse 
meteorological assumptions. Table C-7 shows the calculation method- 
ology and example of resulting CO concentration. 


Also shown in Table C-7 are calculations assuming the four "moving" 
traffic lanes on 34th Street are filled with stalled vehicles. Such 
conditions reflect the worst case that could occur either with or 
without the proposed VMF as a result of one or more factors, such as 
blockage due to an accident or unforeseen increases due to other 
development projects or circulation changes in the area. The number 
of vehicles stalled in each block were calculated on the basis of 
average vehicle lengths plus an average bumper-to-bumper spacing of 
approximately 2.5 feet in stalled traffic. Average total vehicle 
spacings used were 21 feet for autos, 28 feet for heavy-duty gas- 
powered trucks and 48 feet for diesel units (with trailer). 


DAILY POSTAL VEHICLE EMISSIONS 


As a result of the construction of the VMF, total daily CO emissions 
by postal vehicles are substantially reduced. This is a direct re- 
sult of the decrease in the mileage of 5-ton trucks and diesels. 
There will be an increase in the mileage of light-duty vehicles. 
Table C-8 presents the results. 


VMF EXHAUST (POINT SOURCE) EMISSIONS 


The proposed VMF exhaust system was analyzed with respect to its 
impact on other receptors in the study area. The entire building 
will be ventilated with exhaust stacks on top of the air rights 
structure, approximately 320 feet above road level. The pollutant 
emissions in the building exhaust will arise from three principal 
sources: 


Table C-6 


LINE SOURCE TRAFFIC EMISSIONS - 31st, 33rd, 34th STREETS! 


(grams/hour) 


Carbon Monoxide (CO) Hydrocarbons (HC) 
Present With VMF With VMF Present With VMF With VMF 
Traffic (Prevailing (Restricted Traffic (Prevailing (Restricted 


Street ir. Volume Parking) Parking) Volume Parking) Parking) 


C 


8116 6356¢ 
12128 T3592 


42780 6590 1018¢ 6974 
6356 1148 889 889 

10634 1807 1907 1586 
(+12) (-12) (+6) (-12) 


3618) 2139) 330) 509° 349) 
1945 1945 430 335 335 
5563 FOS Bag 684 
(+20) (-12) (+11) (-10) 


34th - , 4012¥ 7236 
Eighth to Ninth 


34th- 


Ninth to Dyer® 


33rd - 
Eighth to Tenth’ 11664¢ 8167" 1637° 13214 
(+82) (+27) (+55) (+25) 


3ist - 
Eighth to Tenth’ 13424° g754U 1896¢ 14344 
(+67) (+9) (+44) (+9) 


Totals 44243 31639 6284 5025 
(+42) (+1) (+27) (+2) 


Projected emissions based on 1980 Emission Rates 
- One block in length 
- One-half block in length 
- Two blocks in length 
- Uncongested flow 
C - Congested flow 
(+00) Percent change from projected emissions based on present volumes 


Table C-7 
ANALYSIS OF AIR QUALITY ON 31ST, 33RD, AND 34TH STREETS 
Co concentrations resulting from average noontime traffic, including 
the diverted vehicles. 


a. Emissions - see Table C-6. 


b. Meteorology: winds parallel to street at 1 m/sec: neutral 
stability; California dispersion parameters. * 


Method of calculation - integrated area source. ** 
0.8 Qn 
pa (1-b) 


C = 


1-b 1-b 
p< are 


where C iS concentration 


Qn is area source = Q/(length x width) 
a = 4.9 neutral stability 


b = 0.256 neutral stability 


7) is length of area source 


X] is distance from end of area source at which C 
is calculated 


Example - 34th Street between Eighth and Ninth Avenues 


= area sCurce without diverted traffic 


area source with diverted traffic and prevailing 
parking conditions 


are> source with diverted traffic and restricted 
parking conditions 


= (12128 g/hour)/244 m x 30.5 m) (3600 sec/hour) 
0.452 mg/m¢/sec. 


* Beaton, J.S. et al, 1972: Mathematical Approach to Estimating Highway Impact 
on Air Quality, Report No. FHWA-RD-72-37, Vol. 5, FHWA. 

** Gifford, F.A. and S.R. Hanna, 1971: Urban Air Pollution Modeling. Proc. of 
the Second International Air Poliution Conference. IUAPPA, New York, 
Academic Press. 


Table C-7 (Cont'd) 


Q, = 0.507 mg/m?/sec. 


Q, = 0.396 mg/m¢/sec. 
3 


Xo = 244 m; X, = 15m 

qs ey cag’: 744) _ 450-744)) = 5.4 mg/m? 
= 5.5 ppm 

C, = 6.1 ppm 

C, = 4.8 ppm 


Stalled traffic conditions 


a. 


Traffic data: mix of 75% automobiles, 23% gas trucks, 2% diesel. 
CO emission factors: light duty - 136.5g 1 hr. 
heavy duty - 1161.6 1 hr. 
diesel = 65.69 7. fir. 


Emissions: four lanes filled with vehicles 
total emissions are 13284 mg/sec. 


Identical meteorology. 


Sample calculation: 


Qa = 13284/(30.5 x 244) = 1.79 mg/m/sec. 
a 1.79 {08 c2qql-744) = 15 (.744), = 25.] mg/m? 


= 22 ppm 
Adding background gives 


C = 22 + 6.5 = 28.5 ppm 


Table C-8 


DAILY POSTAL VEHICLE CO EMISSIONS (grams/day) 


° 7 ee . 2 
Vehicle Type iles Emissions (*) 


With Without With Without 
VME VMI VMI VMF 
, - " nn 29c¢ 7.7 
light duty 2100 1700 32550 26350 | 
heavy duty 470 710 83002 1253586 
diesel 950 1010 33630 35754 


TOTALS 3520 3420 149182 187490 


(1) Calculated from mileage up to first (last) stop after leaving-#®efore 
entering) VMF. See Table B-5. 


(2) Uncongested travel. 


Emissions from the large number of vehicles preparing to leave 
the VMF at approximately 5 to 8 A.M. each day. During this 
time a large number of vehicles may be operating within the 
structure awaiting the departure time. 


(2) Vehicles maneuvering within the building during any hour of 
the day. 


(3) Vehicles being serviced within the facility. For vehicles 
being serviced there will be flexible hose connections which 
will carry tailpipe exhaust directly into exhaust vents. 


The building exhaust system will be equipped with automatic controls, 
with full ventilating capacity to be reached whenever a specified 
carbon monoxide level (e.g., 100 ppm) is reached at any monitoring 
point within the building. This high concentration level should 
occur only during the 5 to 8 A.M. time period when a large number 

of vehicles will be preparing to leave the building. 


The design of the VMF ventilation system is such that the maximum 
instantaneous concentration o. CO that can be achieved at critical 
locations in the building is 200 ppm. A realistic maximum concen- 
tration of CO in the ventilation effluent, however, is the 100 ppm 
maximum hour design level. 


ror calculating the impact from the VMF structure as a point source, 
a concentration of 100 ppm was assumed as the maximum exhaust flow 
of any one floor (80,000 cfm) to be representative of the "worst 
case" of pollutant discharge from the building. The calculation of 
CO emissions was as follows: 


100 ppm CO x (80 x 10° cfm air) x 0.08 pcf x 454 g/p = 
291 grams/minute/floor of CO, or 1453 grams/minute 
maximum or about 24 grams/second CO for all five floors. 


Estimates of the impact upon several selected receptors in the study 
were carried out using two different methods of calculation. First, 
expected carbon monoxide concentrations at each of the receptors 
were calculated using a gaussian plume equation. These calculations 
were carried out for a zero plume rise case (i.e., the case in which 
the exhaust vents discharged horizontally into the atmosphere). The 
vehicle maintenance facility together with the planned air rights 
structure will be the tallest facility in the study area and the 
gaussian plume analysis indicated no impact on the external indi- 
vidual receptors studied. 


Therefore, the case where the effluent from the exhaust vents be- 
comes trapped in a wake flow zone around the VMF structure was also 
considered. Since the tower extends to 320 feet above grade, a 
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fully developed wake zone will be sufficiently large to disperse the 
effluent such that concentrations at the external receptors are 
small. It was not possible to precisely estimate the concentrations, 
however. The estimates given, therefore, are the maximum expected. 


A narrow plume emanating from one tower could intersect the upper 
floors of the other tower under certain meteorological conditions. 
With horizontal exhaust venting in the direction of the opposite 
apartment tower, resulting concentrations could reach 47 ppm (dur- 
ing the 5-8 A.M. period) if the ventilated air contained the real- 
istic maximum CO concentration of 100 ppm. The joint relative 
frequency (or probability) of the meteorology and emissions was 
calculated to assess the likelihood of occurrence of these high con- 
centrations. The relative frequency of 0.003 of neutral atmospheric 
stability and lowest wind speed class and wind direction from ENE or 
WNW, the orientation of the VMF site, was calculated from the 
Laguardia wind rose (Table C-16). The product of this number and 
the number of hours in which the high emissions could theoretically 
occur (780 hours/year) represents the number of hours in which 
meteorological conditions would combine with high emissions to pro- 
duce concentrations of CO in excess of ambient standards, i.e., 
approximately 2.5 hours/year. However, computation of CO concen- 
trations inside the garage (see Section C-10) indicates the unlike- 
lihood of attaining 100 ppm in the ventilation system. Thus, the 
contravention of the one-hour CO standard is not likely to Jccur. 
The problem can be avoided completely by vertical rather than 
horizontal discharge, by raising the height of exhaust stacks to 36 
feet above the roof of each tower, or by venting horizontally in 
directions away from the opposite apartment tower. Calcule*ions 
indicate that this horizontal venting arrangement would not exceed 
33 ppm CO under the same combined meteorological and exhaust emis- 
sions conditions. 


The data used for the calculations, the assumptions made, and the 
method of computation of the carbon monoxide concentrations expected 
at each of the receptor locations are identified in Table C-9. The 
results are summarized in Table C-10. 


29TH STREET WORST CASE CARBON MONOXIDE CONCENTRATIONS 


Traffic emissions on any of the streets surrounding the VMF site 
could adversely affect the air quality on the recreation desk (VMF 
2ir intake) and in the housing units constructed on top of the VMF. 
However, since Morgan Station and the VMF will form a street canyon 
of 50 to 60 feet in depth, the highest concentrations are expected 
to occur on 29th Street. During the P.M. rush hour two lanes of 
29th Street will be opened to general traffic; and one lane will be 
used exclusively for postal vehicles. If an accident should occur 


Table C-9 


DATA AND METHODS USED IN ESTIMATING 
IMPACT OF VMF EXHAUST VENT EMISSIONS 


Rs Source Characteristics 
a. Volume flow rate from exhaust vent system: 400,000 cfnm. 
b. Cross-sectional area of vent surface: 320 et’ = 29.7 n’. 
Ce Velocity of exhaust gases at exit: 6.35 m/sec. 
d. Vents located on top of air rights buildings; elevation: 


320 ft - 97 m above grade. 


e. Horizontal discharge of exhaust fumes. 
ee CO is pollutan~ of interest. 
g. Effluent assumed to contain 100 ppm CO, likely only during 


S to 8 A.M. period when most vehicles are preparing to 
leave the facility. 


a Meteorological Conditions for Worst Case Analysis 
a. Wind speed at building top: 1 m/sec. 
a b. Wind direction along direct line from the vents to each 
receptor considered, i.e., centerline concentrations are 
calculated. 
ve For gaussian plume calculation, neutral stability is assumed. 


d. For gaussian plume calculations, McElroy - Pooler dispersion 
parameters for urban areas are used. (cf., Ref 1 and 2). 


3. Receptors Considered 


ay Recreation area on the roof of the VMF. 
b. Air intake vents for the VMF. 
c. Morgan Station roof area, 


d. Penn Station South Apartment building at the SE corner of 
Ninth Avenue and 29th Street. 


e. French Hospital, E of VMF on 29th Street 


*Pooler, F., 1966: A Tracer Study of Dispersion Over a City. J. Air Po.l. 
Contr. Assoc., 16, 12, 677-681; and Calder, K.L. 1971: A Climatological 
Model for Multiple Source Urban Air Pollution. Proceedings of the Second 


Meeting of the Expert Panel on Air Pollution Modeling, NATO Committee on the 
& Challenges of Modern Society. 
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Table C-9 (Cont'd) 


f. Health clinic and public school in blocks south of the VMF. 


g. Upper floors of opposite tower. 
h. Other buildings in the study area. 
4. Methods of Calculation 


a. Gaussian plume projections; centerline concentrations; no 
plume rise; and McElroy - Pooler dispersicn parameters. 


b. Wake zone mixing: assumes effluent is trapped in the 
turbulent wake zone around the VMF and air rights structure. 
Dilution of initial effluent is calculated by estimating 
the minimum cross-section area of the wake zone containing 
the plume, at the downwind location of the receptor. 


uw 


Estimate of Wake Zone Cross-Sectional Area for Each Receptor 


a. Recreatjon area on roof of the VMF: estimated area = 
(60 ft)“ x 2 = 7200 ft“. Based on 60 £t width of 
separation between the VMF and Morgan Station, with 
separate wake zones for each of the two vent clusters. 


b. Air intakg vents for VMF: same as for recreation area 
= 7200 ft”. 

E ) c. Morgan Stgtion roof area: same as for recreation area 
= 7200 ft”. 


d. Penn Statign South Apartment Building: estimated area 
= (130 ft)“ x (1/2 x 130 ft) = 8,450 ft“. Based on width 
of VMF multiplied by 1/2 the width of the VMF (to repre- 
sent vertical mixing). 


e. French Hospital: estimated area = (250 ft) x (6 ft) = 
15,000 ft. Based on height of VMF structure (250 ft) 
times the width of 29th Street (60 feet). 


f. Health clinic and public school south,of VMF: estimated 
area = (250 ft) x (60 ft) = 15,000 ft“. Based on height 
of VMF structure (250 ft) x width of 28th Street (60 ft). 


g. Upper floors of tower from which effluent discharged: 
assumed effluents are trapped in a box whose sides are 
1.5 x length of tower, i.e., 167 ft. 


h. Other buildings in the study area: estiwated area at 
least is large as for the hospital, school and clinic 
= 15,000 ft”. 
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Table C-10 


RESULTS OF WORST CASE ANALYSIS OF CO CONCENTRATIONS DUE TO 
VE VENT EXHAUST (Estimates based on assumption of 100 ppm 
in the vent exhaust, and receptors directly downwind 


from the vents) 


Receptor Gaussian Plume Estimates Wake Zone Estimates 


Recreation area Negligible S ppm 


Air intake vents 
for VMF Negligible ppm 


Morgan Station 
roof Negligible ppm 


Apartment 
building Negligible ppm 


French Hospital Negligible ppm 
Clinic § school Negligible ppm 


Upper floors 
of tower 47 ppm ppm 


Other sites Negligible ppm 
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on an adjoining street or if the traffic volume were so large as to 
cause fully congested conditions, it is expected that the street 
may be ful’ of vehicles during this rush perio. 


During other times “* the day the only traffic on the street will 


be those vehicles .nt:*ing or leaving the facility and trucks enter- 
ing or leaving tue + ding docks of Morgan Station. The proposed 
system of poste: v2hic e@ Scheduling and circulation, including two- 
directior>? ..cess, «' . obviate the potential for fully congested 
conditiois dur’rs *hese periods. 

For th °, est +e" analysis, a numerical advection diffusion simu- 
Ta‘ on + 7del , used to calculate the spatial distribution of CO 

cr ati: s* suming a helical circulation exists in the canyon 
br ‘ structures. The assumptions used for this case 

are ueSe in Table C-11. Figure C-3 depicts the worst cuse C0 


concentrativi's along the 29th Street face of the VMF; and Figure 
C-4 illustrat-s the distribution of carbon monoxide throughout a 
cross section cut through 29th Street and the VMF. 


The results show that relatively clean air will ventilate the VMF 
and that CO concentrations on 29th Street will be below the one- 
hour standard of 35 ppm. 


ANALYSIS OF WORST CASE CO CONCENTRATIONS OUTSIDE AND INSIDE 
THE TOWeR HOUSING UNITS 


The method used to project CO concentrations outside and inside the 
housing unit is a combination of the numerical model predictions and 
the results of the "Indoor - Outdoor Carbon Monoxide Pollution 
Study."* The numerical model prediction of CO values at 30 feet at 
the 29th Street face of the VMF were calculated. This concentration 
was then used to generate CO concentrations with height outside and 
inside the tower assuming the observed vertical distribution found 
in the GE study.* 


Although the VMF towers will have about the same pnysical character- 
istics as the Washington Bridge Apartments, this approach is essen- 
tially conservative since the towers will not be located above a 12 
lane expressway nor will they form a street canyon with surrounding 
buildings. Table C-12 summarizes the results. 


* General Electric Company, 1972: Indoor-Outdoor Carbon Monoxide 
Pollution Study, EPA-R4-73-020, Philadelphia, Pennsylvania. 


Table C-11 


ANALYSIS OF 29TH STREET WORST CASE EMISSIONS 


Assumptions for Worst Case 


ie P.M. rush hour with street open. 
ae Geometry: 29th Street - 800 rt (244 m) long, 60 et (28.35 
wide; VMF - 16 m high; Morgan - 40 m high. 


Traffic iata: public lanes - mix of 73% automobiles, 25% gas 
trucks, 2% diesel; postal lane - 61% light duty vehicles, 26% 
heavy duty vehicles, 13% diesel. 


Average vehicle spacing: 21 ft automobile, 28 ft heavy duty 
vehicle, 48 ft diesel. 


Traffic condition: public lanes completely filled with 
vehicles; postal lane filled with 13 vehicles. 


CO emission factors: light duty - 136.5 g/hr, heavy duty - 
1161.6 g/hr, diesel - 155.6 g/hr. 


Meteorology: helical circulation in street canyon assuming 
1 m/sec wind on top of Morgan Station; neutral atmospheric 
stabiiity. 


Time period: persistence for one-hour is possible; 25 ppm 
one-hour standard applies. 


Number of vehicles: public lane - 28 cars, 7 trucks, 0 diesel; 
postal lane - 8 light duty vehicles, 4 heavy duty vehicles, 
1 diesel. 


Emissions: public lane - 3321 mg/sec; postal lane - 1680; 
total - 8322 mg/sec 
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ENVIRONMENTAL CONSULTANTS 
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ACOUSTICAL CONSULTANT 
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10 20 %w 40 S80 60 


Distance Above 29°4 ST. 
ESTIMATED CO CONCENTRATIONS * 


29th STREET FACE OF VMF 


* 
Worst Case l-Hour CO Concentrations Including estimated 6.5 PPM background 


Figure C—3 


5 


APPROXIMATE SCALE 
(METERS) 
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PROJECTED CO CONCENTRATIONS * 


ON 29th STREET andVMF ROOF 


1980 Worst Case l-Hour CO Concentration (PPM) 


Figure C—4 


Table C-12 


WORST CASE CO CONCENTRATIONS OUTSIDE AND 
INSIDE TOWER HOUSING UNIT 


Height (ft) Percent decrease)? CO Concentration (ppm) &*) 
above grade from lowest 
level Outside Inside 
30 0 16(9) ee 
50 6 15 aay 
150 Paes 14 15 
230 50 8 10 
320 44 9 14 
(1 


Percent decrease of outside values 
(Jincludes 5.8 ppm background 
(Model prediction 


(pase of tower is 50 - 60 feet above grade 
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CALCULATION OF CO CONCENTRATIONS INSIDE VMF 


The calculation of CO concentrations inside the garage is based on 
1970 emission factors and the hours when vehicle movements are 
greatest. Table C-13 depicts the assumptions and methods of 
calculation. 


The results imlicate that the highest expected one-hour CO level 
will be 27 ppm which is well below the 35 ppm NIOSH eight-hour 
standard. It also indicates that attaining CO values of 100 ppm 
in the ventilation system is unlikely. 


VMF EXHAUST EMISSIONS PRIOR TO CONSTRUCTION OF HOUSING TOWERS 


Prior to the completion of the housing towers the VMF exhaust will 
be evacuated from the roof of the VMF. The exhaust vents are to be 
covered by a sheet metal or other material tunnel which will direct 
the effluent discharge away from the construction activity toward 
the center of the roof. Figure C-5 depicts the temporary ventila- 
tion structure. If the tunnel extends to less than 250 feet from 
the center of the roof, the impact of the VMF exhaust on the air 
intake will be acceptable. 


Carbon monoxide concentrations at critical receptors are again cal- 
culated either assuming a gaussian plume calculation or assuming 
turbulent downwash. Table C-14 illustrates the assumptions and 
methods of computation. The results are presented in Table C-15. 
As the table indicates, the greatest impact is the deterioration of 
air quality on 29th Street. This would occur only during the 5-8 

-M. peak hours and when the winds are light and from a SSW quadrant. 
Normal VMF activities would produce concentrations less than 25 per- 
cent of the worst case levels. Background values have not been in- 
cluded in the calculations. 


DESCRIPTION OF NUMERICAL SIMULATION MODEL 


The Tracer Equation. The advection and diffusion of a pollutant are 
governed by the tracer equation. The two-dimensional equation, used 
in this study, describing the change of concentrations resulting from 


horizontal advection, vertical advection, vertical diffusion, and 
source emissions, is: 


lable C-13 


ANALYSIS OF AIR QUALITY INSIDE THE VMF 


l. Assumption 
a. Time period: 6 - 7 A.M. peak VMF movements. 
b. Traffic data: 177 light duty vehicles, 30 heavy duty 


vehicles, 16 diesels. 


Ci Distance traveled: from the furthest point on Level + 58 
to the entrance point at Level + 18; this distance is 0.34 mile. 


d. tilation: 400,000 cfm. 


Emission factors (1970): light duty - 160.9 g/mi, heavy duty - 
534.9 g/mi, diesel - 38.9 g/mi. 


oO 


Es Air quality of air entering VMF: 7.5 ppm carbon monoxide. 
2. Calculations 
. a. Total emission rate: 
$ 
- E = Zedn where 


e = emission factor for a particular type vehicle 
d = 0.34 mi 


n = number of particular type vehicle 


‘ 
Thus, 
E = (160.9 x 0.34 x 177 + 534.9 x 0.34 x 3 
+ 38.9 x 0.34 x 16)/ 3600 (sec/hr) 
= 4.28 g/sec. 
b. CO concentration 
C = £E (g/sec) x (400, 000)7! (min/ft”) x 60 sec/min 
ae oS 3 
x 1 ft’/ (.3048m)~ x 1000 mg/g 
t 
4 


= 22.4 mg/m” = 19.6 ppm 


adding background gives 


C = 19.6 + 7.5 = 27.1 ppm 
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Schematic of VMF Exhaust System During Construction of Housing 
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ANALYSIS OF THE IMPACT OF THE VMF EXHAUST 
EMISSIONS FROM POINTS ON THE VMF ROOF 


ource Characteristics 


a. Vents located on VMF roof; funneled away from tower construction 
toward center of building. 


b. Others - same as Table C-8. 


Meteorological Conditions 


For gaussian plume calculation, McElroy - Pooler dispersion* 
parameters for urban areas are used, 1.e., 5z = ax + ¢ + 09 
wher? 99 = 30 m for sources less than 20 meters in height. 
b. Others - same as Table C-8. 


Methods of Calculation 


i. Gaussian plume projections; cente1 e concentrations; zero 
plume rise; and McElroy - Pooler dispersion parameters. 

b. Wake zone mixing: assumes effluent is trapped in the turbulent 
wake around the VMF. Concentration is calculated by assuming 
effluent is thoroughly nm: .ed throughout turbulent wake volume. 


*Calder, K.L., 1971; A Climatological Model for Multiple Source Urban Air 
Pollution. Proceedings of the Second Meeting of the Expert Panel on Air 
Pollution Modeling, NATO Committee on the Chalienges of Modern Society. 
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Tabie C-15 


RESULTS OF WORST CASE ANALYSIS OF CO 
CONCENTRATIONS DUE TO VMF VENT 
EXHAUST DISCHARGED FROM VMF ROOF 


Receptor Concentration\!) 
Air intake vents for VMF 6 ppin 
29th Street 11.5 ppm 
28th Street S ppm 
Morgan Station roof 4 ppm 
Apartment building 2.5 ppm 
French Hospital 2 ppm 
Clinic & school 5 ppm 


Ge Other sites <2 ppm 


Cot including background 
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& * Egan, B.A. and J.R. Mahoney, 1971: Numerical Modeling of Advection and 


where 


is the pollutant concentration 


the horizontal wind 


is 


W is the vertical wind 


K is the turbulent diffusivity 


Q is the source emissic’ 


lo simulate pollutant dispersion across the dc.nwind of a highway, 
a vertical cross sectional region enclosing the highway is divided 
into a number of grid elements. If the horizontal dimensions of 
the grid elements are set equal to the width of a road lane and the 
vertical dimensions equal to a mean initial mixing depth for the 
aerodynamic wake region of the vehicles, traffic in different lanes 
can then be represented by volume source emission rates in the cor- 
responding grid elements. 


The Computational Procedure. The model simulates the advection 

and diffusion of emissions from shallow-volume sources with a for- 
ward time step, finite ifference algorithm. A major feature of 
the procedure is the suppression of "pseudo-diffusive" errors as- 
sociated with conveiitional finite difference approximations to 
advective transport. This provides an important improvement in the 
accuracy of simulating pollutant transport numericall\:; where spatial 
and time variations cf winds and diffusivities are of major import- 
ance, @.g., near highways. 


The material-conserving computation procedure involves iterations of 
the zeroth, first and second moments of the concentration distri- 
bution within each grid element with time. The scheme fundamentally 
conserves pollutant material and descriptive statistics of the mate- 
rial distribution. The .heoretical basis for the model is described 
in Egan and Mahoney.* 


Procedurally, the model first calculates the wind and diffusivity 
fields based on simple power law relationships and fundamental con- 
servation equations of fluid mechanics. The model then applies 
these fields to the numerical simulation procedure defined by the 
finite-differenced tracer equation and the two-dimensional grid 
system. 


Horizontal and Vertical Winds. BLtA the horizontal, U(x,z), and 
vertical, W{x,z), winds are calcu ited on the basis of conservation 


Diffusion. 


of mass and according to the "topography" in the grid system. A 
simple power law expression for U is assumed at the left boundary, 
+565, -UCO2)'-= U, (z/z,)° 


where 
a depends on atmospheric stability 


measured wind speed 


Z, is the height at which Uy is measured. 


For computational purposes the wind direction is always perpendicular 
to the highway. To simulate winds at small azimuth angles (@) from 
the normal, the model reduces the wind speed in the advection terms 
by a factor cos @, simulating an increase in travel time of pol- 
lutants to corresponding positions normal to the roadway. 


Tne wind fields for different roadway configurations - at-grade, 
elevated, and depressed - are calculated by assuming that various 
horizontal velocity profile modifications will result from the 
presence of obstacles and by requiring that the wind fields that 
result satisfy conservation of mass at each grid element. Vertical 
winds are calculated assuming simple continuity, i.e., 


IU aW 
x as" 3 


with an upper: boundary condition that requires W to vanish at the 
top of the system. A relaxation scheme was developed to insure 
mass conservation after calculation of the vertical velocities. 


Turbulent Diffusivities. The estimation of turbulent diffusion 
rates near the ground as a function of atmospheric conditions, 

height and local topographic features remains a major research topic 
in micrometeorology. The diffusivities used in the model are based 
on empirical data and results inferred from the measurement program.* 


ONver level terrain the diffusion coefficients, K{(x,z), are consider- 
ed to be a power function of height of the form 


K(z) = A(z/24)° 


_* Egan, B.A., et al, 1973: Development of Procedures to Simulate Motor Vehicle 
' Pollution Levels, ERT Document P-343-FR, Environmental Research & Technology, 
Inc. , Lexington, Mass.; and Egan, B.A. and T.F. Lavery, 1973: Highway Designs 
and Air Pollution Potential, to be presented at the AIAA Third Urban Tech- 
® “ology Conference, Sept. 1973, Boston, Massachusetts. 


wnere 


A and B are functions of wind speed and atmospheric stabil: 
conditions. Various roadway configurations alter this basi 
field. The diffusivities are simply modified on the lee 
side of obstructions and vanish at ail boundaries. 


Figure C-6 shows the form of the wind and diffusivity fields expectec 
tor a typical depressed highway section. The flow reversal shown 11 
the U2(z) velocity profile and the areas of modified mixing rates 
rarameterize turbulent eddies found on the lee side of obstructions 
These model features are important specific elements in determining 

iv quality levels in areas with complex micrometeorological 
characteristics. 
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TECHNICAL APPENDIX D 


ENVIRONMENTAL NOISE ANALYSES 


PARAMETERS OF ENVIRONMENTAL NOISE 


The parameters of environmental noise that play major roles in 
determining subjective responses are: 


(1) The intensity or level of the sound. 
(2) The frequency spectrum of the sound. 
(3) The tine varying character of the sound. 


Any scheme for predicting the effect that a noise might have on 
human response, i.e., the impact of the noise, must, in some way, 
account for each of the three parameters. 


The first two of these parameters are adequately accounted for, in 
the case of traffic noise, by measuring or calculating the sound in 
terms of the A-weighted sound level. The A-weighted reading of a 
standard sound level meter prqpides a single number measure of the 
ncise stimulus which "weights" the frequency spectrum of the signal 
in accordance with subjective sensitivity to sounds of different 
frequency. Hence, A-weighted sound le:s] provides a measure of the 
level and spectrum of the sound stimulus which correlates well with 
human response to the stimulus. Having units of dBA (measvring 
decibels, A-weighting network), A-weighted sound level was used ex- 
clusively in this study as the single descriptor of sound level and 
frequency. 


DESIGN NOISE LEVELS 


Noise from the surrounding avenues (Ninth and Tenth) and streets 
(28th and 29th) was evaluated using the Federal Highway Administra- 
tion PPM-90-2 draft of 26 April 1972. In brief, this document 
specified both the method of noise prediction and Design Noise 
Levels, used as criteria for assessment of noise impact. 


The FHWA's Design Noise Levels are based upon the A-weighted sound 
level exceeded 10 percent of the time. By this choice, the noise 
is required to fall below the Design Noise Level for 90 percent of 
the time. The abbreviation for this 10 percentile A-weighted sound 
level is "Lig with «nits in "dBA". 


It should be pointed out that the L1q does not refer to the level 
exceeded for 10 percent of the entire day. The FHWA procedure 
concentrates upon the loudest hour of the day, and sets limits 
upon the noise exceeded for 10 percent of that hour. 


The FHWA also requires an evaluation of the predicted noise - in 

a relative sense - by comparison with the existing ambient noise 
levels. Such a comparison should predict the annoyance potential 
of the new noise, at least until the new noise is accommodated. In 
addition, it provides a direct measure of the effect of the in- 
creased traffic upon the noise environment. 


Although such a relative comparison is required in FHWA PPM 90-2, 
no quantitative criteria are specified. For this study, increase 
in ambient noise levels was assessed using criteria set forth in 
the National Highway Research Board, Report 117: A Design Guide 
for Highway Engineers. 


INCREASE IN L ASSESSMENT 


10 
Less than 6 dBA No impact 

6 to 15 dBA Some impact 
More than 15 dBA Great impact 


In general, the more a new noise exceeds the previously existing 
ambient, the less satisfactory the new noise will be judged by the 
recipients. With regard to increases in noise level, knowledge of 
the following relationships will be helpful in understanding the 
rationale about the assessment. 


(1) A one dBA increase in noise cannot be identified in the 
field. 


A three dBA increase in noise leve! is considered a just 
noticeable difference in the fielr. 


A ten dS. increase in noise level would be subjectively 
heard as approximately a doubling in loudness. 


The FHWA procedures were developed primarily for use in connection 
with the construction of new highways and not when new buildings 

are being constructed near heavy thoroughfares as is the situation 
in the present project. While the FHWA noise prediction and assess- 
ment methods were considered generally appropriate for study 
purposes, the applicability of noise abatement measures which are 
required in the document may not apply in this situation. 


Since housing is included in the proposed project, the U.S. Depart- 
ment of Housing and Urban Development Transmittal 1390.2 "Noise 


Lo 
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Abatement and Control: Departmental Policy, Implementation Re- 
sponsibilities and Standards", was therefore used as a guideline 
for necessary noise control measures. 


NOISE ASSESSMENT METHODS 


The noise assessment method consisted of measurements of the 10 per- 
centile A-weighted sound level in the immediate area around the 
VMF site. Concurrently, the existing sound levels around the VMF 
site were estimated. The 10 percentile A-weighted sound levels 
were predicted for the design year and finally the predicted sound 
levels were compared to both the existing sound levels and, since 
the existing sound already does exceed the FHWA requirements, to 
sound level design criteria in HUD Transmittal 1390.2. The latter 
standards are presented as four different categories for which a 
certain sound level cannot be exceeded more than a particular 
limiting number of hours per 24-hour day. 


ESTIMATES AND MEASUREMENTS OF EXISTING NOISE 


From available traffic information the ambient noise was estimated 
and field measurements were made to calibrate the estimates. 


The estimates were based on the short method from NCHRP Report 117 
for the prediction of L59 at a specific distance from a major 
thoroughfare. In order to construct predicted noise contours for 
Lig's, additions to and modifications of the short method technique 
were made, using the average number of vehicles per hour, the aver- 
age vehicie speed and distance from observer to the center of the 
corridor. 


MEASUREMENT INSTRUMENTATION 


Bruel & Kjaer Precision Sound Level Meter Type 2203 

Bruel & Kjaer 1" Dia Condenser Microphone Type 4131 

Bruel & Kjaer Windscreen Type UA 0237 

Bruel & Kjaer Pistonphone Calibrated Sound Source Type 4230 
Micronta Hand Counter 

Minerva Stopwatch 

Tripod 


MEASUREMENT PROCEDURE 


(1) The instantaneous (slow-meter response) A-weighted sound level 
was sampled every 10 seconds. 


(2) After every 50 samples, the data were tested by the procedure 
below to determine if enough samples had been taken. If not, 
another 50 samples were taken and the data retested. 


(3) The test procedur> involved the following table: 


Total Number Upper Error Lig Lower Error 
of Samples 2 LS Limit 
50 lst sample 5th sample 10th sample 
100 5th sample 10th sample 17th sample 
150 8th sample 15th sample 23rd sample 


Duri..g the sampling procedure, the samples were automatically 
ordered, from highest noise level to lowest noise level. Then 
after 50 samples had been taken, the Ist sample, the 5th sample, 
and the 10th sample (all as counted downward from the top of 

the ordered samples) were noted. 


Criterion: If these three samples fell into three adjacent 
level windows, then the measurements were 
complete. 


After 100 or more samples, one skewing was allowed. This could 
be either upward or downward, as long as both limits were shift- 

ed on the sample in either direction, without changing its 

width, to attempt to satisfy the criterion. Note that the Lig 
sample is not shifted. 

(4) Once the criterion was satisfied, then the measured Ljg had 
been determined, with 95 percent confidence, to be within the 
upper and lower error limits. Since these limits fell in 
windows adjacent to the Lio window, the maximum error was 
pius-minus 3 dBA. 


Figure D-1, a field survey working sheet from 29th Street shows an 
example where the 5th, the 10th, and the 17th sample fell in three 
adjacent windows constituting, therefore, an Ljg noise level of 

73 dBA, + 3 dBA. Figure D-2, a similar working sheet from Ninth 
Avenue, shows and example with an even more compact grouping than 
the criterion required, and so the measurements were complete. 
Locations and results of each of the survey measurements, includ- 
ing those shown in Figures D-1 and D-2, are summarized in Table D-1. 
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AMBIENT NOISE SURVEY DATA SHEET 


POSITION: 29th Street (Midblock) 
DAY OF WEEK: Tuesday DATE: 10 ‘31/72 TIME: BEGIN 4:05 PM FINISH 4:28 PM 
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AMBIENT NOISE SURVEY DATA SHEET 


POSITION: Corner of Ninth Avenue 


DAY OF WEEK: Tuesday DATE: 10U/ 


and 29th Street 


31/72 TIME: BEGIN 3:15 PM FINISH 3:24 PM 


Bic Number of vehicles passing 


the site during the 9 minutes: 


Ninth Avenue 167 cars 
78 trucks 
29th Street 55 cars 
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NOTES AND SKETCH: 
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Figure D-2 


Table D-1 
) 


(1 
AMBIENT NOISE SURVEY RESULTS 


Distance 
from Pp 
Street Time 


issing 
Vehicles 


6) Begin End 


20 9:25A 9:45A 


f 29th St. 


er Ninth Ave, 
& 29th St., 


(12)Corner Ninth Ave, 
& 29th St., 


(13)Near Ninth Ave. 
& 29th St. 


oe (14)29th St., bet. 


Ninth & Tenth Ave. 


Survey Location 


(15) 29th St. ,bet. 
Ninth & Tenth Ave 


(16)Corner lO0th Ave. 
& 29th St. 


(17)\Corner 10th Ave. 
& 29th St. 


(18)Tenth Ave., bet. 
28th & 29th St. 


(1) 


Table D-1 
(1) 
AMBIENT NOISkK SURVEY RESULTS 
(Cont'd, ) 


Distance 
from Passing 
Street ~ ime Vehicles 


(ft) i i Auto Truck 


25 37 


ra 


. 


Survey taken 10/31/72 by 
Jolt, Beranek & Newman Inc. 


nm 


TECHNICAL APPENDIX E 


SUPPLEMENTARY NOISE ANALYSES 


MEASUREMENT PERIODS 


Supplemental measurements were conducted on the days of June 7 to 
June 8, 1973. Recordings of the noise were made in the positions 


listed below for the particular time neriods. 
June 7, 1973 
Midnight - 7:00 A.M. Morgan Station 
7:00 A.M. - 3:00 P.M, Morgan Station and 
Penn Station South Houses 
3:00 P.M. - Midnight Penn Station South Houses 
and P.S. 33 
June 8, 1973 
Midnight - 3:00 P.M. Penn Station South Houses 
and P.S. 33 


All the measurements were made on the roofs of the buildings. The 
height of the microphone above Ninth Avenue in the three locations 
was : 


Public School 33 ca. 30 feet 
Morgan Station ca. 160 feet 
Penn Station South Houses ca. 200 feet 


MEASUREMENT TECHNIQUE 


The noise level was recorded continuously during the above-mentioned 
periods using the following equipment: 


B & K Precision Sound Level Meter Type 2203 

B & K 1" Diameter Condenser Microphone Type 4131 

B & K Pistonphone, Calibrated Sound Source Type 4420 
B & K Graphic Level Recorder Type 2305 

B & K Statistical Distribution Analyzer Type 4420 
BBN Automatic Noise Monitoring System Type 704 

GR 1" Condenser Microphone Type 1560 

GR Preamplifier Type P40 

Triplet Solid State Voltameter, Model 601, Type 1 


E-] 


Miscellaneous accessories such as headphones, anemometer, auto- 
matic timer, analog signal compressor, battery pack, polyurethane 
windscreens, cables, connectors, etc. 


A schematic layout of the equipment is shown in Figure E-1. 


MEASUREMENT RESULTS 


In recent years more and more attention is being given to the 
fluctuations in urban noise and to the adequate description of the 
time pattern of noise levels, that is, the noise exposure over 

some specified time period. The noise exposure has been described 
in terms of the statistical distribution over a number of one-hour 
pe.iods. The sound levels exceeded 90 perceit, 50 percent, 33.3 
percent, 10 percent, 4.2 percent and 1 percent of the time are des- 
ignated by symbols Lgg, Ls, 133.32 Lyo» lq4.2, Ly. The results of 
the measurements are shown in the fol Owing tables: E-1, E-2, and 
E-3. 


During the measurement retention period, there was no significant 
precipitation and no wind gusts above approximately 10 mph. 


NOISE DURING CONSTRUCTION 


Analysis of noise impacts during construction focuses on the earth 
and rock excavation phases as being the periods of greatest con- 
struction noise. Types of equipment, their numbers, and the time 
frames for these excavation phases have been estimated by the A/E 
(architect/engineer) firm designing the project, reflecting below- 
grade building elevations and configurations per the A/E's 22 June 
1973 design concept. More recently, this concep: has been revised 
to reduce the amount of excavation, particularly rock, for reasons 
of economy at the same time reducing the period over which 
noise from excavation activities would be present, or the number 
of pieces of equipment required. Primarily, the length of time 
over which noise impacts would be present would be reduced, al- 
though noise levels may be reduced as well. This, therefore, is 

a conservative appraisal of construction noise impacts. 


According to estimates by the project A/E firm, six (6) compressors, 
nine (9) rock drill: , twenty (20) jack hammers, three (3) steam 
shovels, and three (3) bulldozers will be utilized for excavating 
operations. All rock removal will be done by blasting at time in- 
tervals of approximately 30 minutes. 


Noise levels near the site during the excavation phase of the con- 
struction process are expected to be higher than during other stages. 
This is due, in part, to the expected nearly continuous operation 
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® NOISE MEASUREMENT INSTRUMENTATION 


Figure E-I 


Table E-1 


MORGAN STATION 
STATISTICAL DISTRIBUTION OF NOISE IN dBA 


Traffic on 
Ninth Avenue 
time period 90S ‘sos Sap tS St OS Tweks Cars 
June Pd 1973 
1270 a.m. 64 66 67 69 7) fae2 
1-2 a.m. 64 66 67 69.5 72 76 
2-3 a.m 64 65.5 66.5 69 71 75 
3-4 a.m 63.5 65.5 66.5 69.5 71.5 74.5 
4-5 a.m 63.5 65.5 66.5 69 7) 74.5 
5-6 a. es 65 66.5 70.5 713.9 76 
6-7 a.m 65.5 68 69.5 73 74.5 77 
7-8 a.m 67.5 70 7h 74.5 76 80 96 2108 
8-9 a.m 69.5 72 7349 0.9 76.5 78.5 75 1551 
9-10 a.m 69 ¥.5 1259 74.5 Te 47.3 78 1632 
10-11 a.m. 69 tea Jeon 74.5 76 78.5 92 1576 
11-12 a.m. 69 7) 72 74 rf h. 78 60 1347 
12-1 p.m 8.5 70.5 71.5 fic Pe 7365 Fisd 52 1338 
1-2 p.m. 68.5 70.5 71.5 i390 75 rd 36 1542 
2-3 p.m. 68 70 7) 73 74 Va69 32 1493 
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Table E-2 


PUBLIC SCHOOL 33 
STATISTICAL DISTRIBUTION OF NOISE IN dBA 


Traffic On 
Ninth Avenue 


Time Period IU ~20 ‘ | PY ‘ Trucks Cars 


dune 7, 1973 
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Table E-3 


PENN STATION SOUTH APARTMENT purLoine‘!) 
STATISTICAL DISTRIBUTION OF NOISE IN dBA 


Time Period "90 “50 oo ae 8 
June 7, 1973 
7-8 a.m 63 67 68 72.5 
8-9 a.m 65 68.5 69.5 42.5 
9-10 a.m 65 68.5 70 73 
10-11 a.m 64.5 68 69.5 73 
11-12 a.m 64.5 67.5 69 12.5 
12-1 p.m 64.5 67.5 69 7.5 
1-2 p.m 6355 67 68.5 7te5 
2-3 p.m 64 67.5 68.5 Teo 
3-4 p.m 63.5 67 68.5 Theo 
4-5 p.m 64 67 68 Tid 
5-6 p.m 63.5 66.5 67.5 71 
6-7 o.m 61.5 64.5 66.5 68.5 
7-3 p.m 60.5 63.5 65 68 
8-9 p.m 60.5 63 64.5 68 
9-10 p.m 58.5 61.5 63.5 67 
10-11 p.m 57.5 60.5 62 66 
11-12 p.m 57 60 62 66.5 
dune 8, 1973 
12-1 a.m. 56 59.5 61.5 é 
1-2 a.m. 55 58.5 60.5 66 
2-3 a.m. 55 58 60.5 64.5 
3-4 a.m. 54.5 58 60 64.5 
4-5 a.m. 55 59 60.5 67 
5-6 a.m. 56.5 60 62.5 68 
6-7 a.m. 58 62.5 64.5 71 
7-3 a.m. 65 66 68 72 
8-9 a.m. 64.5 67.5 69 72.5 
9-10 a.m. 64 68 69.5 72 
10-11 a.m. 63 67 68.5 72 
11-12 a.m. 64 67.5 69 72.5 
12-1 p.m. 63.5 66.5 68.5 71.5 
1-2 p.m. 63.5 67.5 68 W1<5 
2-3 p.m. 63 67 68 71 


(lon Ninth Avenue between 28th and 29th Streets. 


E-6 


aan 


omnum 


non 


of many pieces of equipment including rock drills and jack hammers 
which produce relatively high noise levels. Two sets of noise 
levels for construction equipment contained in a 197] U.S. Environ- 
mental Protection Agency report* and adopted as noise level limits 
for application to federal construction projects by the General 
Services Administration are shown below. These noise level limits 
expressed in dBA apply at a distance of 50 feet from source. 


Effective Effective 
Equipment 7/1/72 


Bulldozers 80 
Pumps 76 
Compressors 81 
Jack hammers 88 
Rock Drills 98 


The noise control code of the City of New York specifies limits for 
some types of construction equipment. In particular, NYC code 
limits for air compressors measured at aedistance of one meter from 
the source are applicable to this analysis: 


Sound Level Limit in dBA 
Effective Effective 
Existing 6/30/74 12/31/75 


Compressors 
Manufactured before 
12/31/72 90 Not specified 


after 12/31/72 85 70 


Excavation noise levels were predicted by means of a short computer 
program for various elevations using the above 1972 and 1975 limits 
as source levels. In the case of compressors the limit of 80 dBA 

at one meter distance in the NYC code was used. For a conservative 
analysis, pieces of equipment are assumed to be operating simultane- 
ously. Expected sound levels from excavation operations were cal- 
culated for different elevations. 


Figure E-2 illustrates the maximum expected noise level during ex- 
cavation of the earth overburden. This phase will take an estimated 
10 weeks, with removal of the overburden required down to about 15 
feet below street grade at Ninth Avenue to about 50 feet below street 
grade at Tenth Avenue. 


— tent 


* Noise from Construction Equipment and Operations, Building Equipment, and 
Home Appliances; NTID300.1; 


25.5 U.S. Environmental Protection Agency; 
December 31, 1971. 


Rock breaking and excavation will take approximately 34 weeks. 

Noise levels for two random arrangements of construction equipment 
(source patterns A and B) were calculated for an “average” depth 

of 35 feet below street level. Results are snown in Figures E-3 

and E-4. These show that little difference is noted in noise levels 
between the two random arrangements; therefore, subsequent calcula- 
tions were performed for only one layout (source pattern A) as being 
representative of excavation noise impacts. 


Both 1972 and 1975 source levels were used for noise level calcula- 
tions at 35 feet and 60 feet below grade, the latter representing 
the approximate bottom of rock excavation. Figures E-3, E-5, E-6, 
and E-7 illustrate the findings of these calculations. Figure E-8 
shows the resuits of calculations using 1972 source levels with the 
anticipated sloping rock surface from a 15-foot depth at Ninth 
Avenue to a 50-depth at Tenth Avenue. 


Noise contours are drawn in dBA for continuous sound levels and an 
observer elevation of five (5) feet above grade. These contours 
reflect only construction equipment, not street traffic and the 
shielding effects of some buildings. Figures E-2 through E-8 use 
these abbreviations to identify sources: Rd - rock drill, C - com- 
pressor, 3J - three jackhammers, P - pump, and 2B - bulldozer plus 
power shovel. 
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Figure E —2 
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Figure E-3 
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Figure E-4 
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Figure E-5 
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Figure E-6 
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Figure E —7 
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Figure E -8 


